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OVERLAND OFFERS YOU THESE FACILITIES 


Firesafe buildings @ Private switchtrack 





This illustration is taken from a real photo- 
graph of the finest warehouse west of the 
Mississippi River. 


Type of building—layout—railroad service— 
track capacity—motor truck handling facili- 
ties—cool room space—most modern fumi- 
gating equipment, vacuum process—location 
—office—financial responsibility—loft space 
when desired and many other unexcelled fea- 
tures are offered to the warehouse clientele 
without extra cost. 


Display rooms and offices @ Vacufume insect control plant @ Convenient to business district 
Lowest insurance rates © Handy for rail and truck delivery @® 





Spacious cool rooms ® 22 truck doors 


Responsible management 


GET the BEST... 
the MOST MODERN 


May we be favored with an opportunity to 
quote on your warehouse requirements? At 
present, more than ever before, a warehouse 
as described can solve your overcrowded situ- 
ation, assist you in establishing a stock on 
the coast, or a branch representation without 
an outlay of capital or engaging in long 
leases. 


Permit us to make you a proposal without 
the slightest obligation. 


UNITED STATES BONDED WAREHOUSE NO. 11 
ADEQUATE FACILITIES FOR STORAGE OF BONDED MERCHANDISE 


LOS ANGELES 


OVERLAND TERMINAL WAREHOUSE C0. 


1807 EAST OLYMPIC BOULEVARD 


Associated with 


CROOKS TERMINAL WAREHOUSES, Incorporated 


Chicago—438 W. Harrison St. 


New York Office—271 Madison Ave. 


Kansas City—1104 Union Ave. 


Member of the Federal Emergency Warehouse Association of Chicago and Kansas City and Interlake Terminals, Inc. 
Fer Additional Detailed Information See TRAFFIC WORLD WAREHOUSE SECTION LISTINGS. 
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SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North 
Western Ry.; Chicago & Illinois Midland; Illinois Terminal Railroad Co.; Inland Waterways Corp.; Minneapolis & 
St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.;. IMinois Central R. R.; Pennsylvania Railroad; 
Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, 

Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 
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If all the railroad and motor truck transportation 
* facilities in this country were owned or controlled 
by the same company whose desire and purpose was 
to utilize this plant to its utmost efficiency, there is no 
doubt but that the problem of handling the nation’s 
freight in this time of congestion and heavy load would 
be much simplified, if not entirely solved. Why, then, 
does not the Office of Defense Transportation, which 
taks constantly about the necessity for some sort of 
coordination to this end, do something about it, and 
why do not the railroads, the truckers, and the shippers 
endeavor also to get something accomplished instead of 
just objecting to details of everything proposed, though 
realizing and even admitting that there is opportunity 
and need for some scheme that will more nearly bring 
about a situation in which traffic will move by the 
means and over the routes that will be most satisfac- 
tory from the point of view of getting it moved? 

We realize the position in which Director Eastman 
is placed in having the responsibility for putting into 
effect a hard and fast plan that, no matter how many 
exceptions were provided to take care of special cases 
and peculiar circumstances, would undoubtedly work 
hardship, or at least considerable annoyance, to many. 
We sympathize also with the transportation companies, 


Raitil-Truck Coordination 


both rail and motor, in that they do not wish to give 
up long-standing advantages to rivals in business. And 
we understand the attitude of shippers—those who use 
the transportation facilities—in objecting to rules that 
would upset their shipping practices and customs. But 
if the situation is as serious as those dealing with it say 
it is, some of these interests—perhaps all of them— 
must yield here and there. Everybody is being asked— 
even compelled—to make war sacrifices of one sort or 
another and there is no reason why sacrifice should be 
particularly objected to or prevented in the field of 
transportation. 

Probably no scheme that Director Eastman and 
his staff could devise would be satisfactory to every- 
body concerned and perhaps no such scheme would be 
even workable, especially in view of the dissatisfaction 
and lack of willing cooperation that would exist, even 
in the army, which has threatened to take over motor 
transport if truck hauls are limited, as proposed. Cer- 
tainly, we have no such scheme to propose. But we do 
propose again what seems to us the sensible and busi- 
ness-like method of procedure. It is for motor trans- 
port and the railroads to forget, for the time, their 
rivalry and their jealousy of each other and to proceed 
to set up some kind of war organization through which 





OUR 


PLATFORM 


(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
igencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
‘he government out of the ocean and inland waterway trans- 
dortation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
vased investigation as to whether commercial motor vehicles 
\re paying their fair share of the cost of highways used by 
‘em in their business, and a uniform application of the 
orinciples thus arrived at. 

Proper payment by inland waterway transport for the 
‘we of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and ce- 
‘eration by shippers in suck economies. 


Every effort by railroads not only te expand their car 
‘id motive power supply to meet the present emergency 
lemands, but to make their present supply go as far as pos. 
ible, Cooperation by shippers in these efforts. 


oroblem by the board created by Congress te make recom- 
Tendstions fer legislation. 


A scientific and fair treatment of the transportation 


Coordination of rail and truck facilities and joint rates 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers. 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping. and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that wil! 
justify employing them. 


(THE SHORT HAUL) 


Move the Commiasion to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets 
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traffic, no matter where or how it originated, would 
be carried to its destination by the most expeditious 
and efficient means, just as if the trucks and rails had 
suddenly been placed under one ownership or manage- 
ment. With the proper spirit of cooperation and reali- 
zation of the emergency, this would not be hard to do 
by men with transportation experience and knowledge 
and business minds. Shippers, of course, should be con- 
sulted as to the kind of organization to be set up and 
the restrictions on their own practices but, after all, the 
shipper has no interest but to see that his freight is 
properly and expeditiously handled at the minimum 
cost and without favoritism. 


The excellence of this sort of plan is always set 
forth in any argument for government ownership or op- 
eration of transportation facilities, the idea being that, 
if the government controlled, efficiency would naturally 
follow because there would be no rivalries and no reason 
for anything but efficiency. The argument is sound, in 
theory, though everyone acquainted with the facts of 
life knows the thing would not work that way because 
that is not the way the government operates in this 
land of politicians and wire-pulling. But it is also one 
of the arguments for government operation that pri- 
vate operation itself does little to bring about effi- 
ciency. It was so, for instance, in pre-war days when 
the railroad plant was too large for its business and 
nothing was done to cut it down—though we, perhaps, 
ought to thank God for that lucky mistake—and it was 
luck and not foresight. It is so now when it is as plain 
as can be that the need is for a plan of coordination so 
that the trucks and the rails will each haul what they 
can best take care of, the entire picture being kept in 
mind. That is admitted even by most of those who 
object to various suggestions put forward—they just 
don’t like those particular plans, and there are always 
legitimate objections that can be made, though some 
others are just puerile and patently narrowly selfish. 
An organization such as we suggest would not work 
under cut and dried rules set up by theorists, but would 
handle every shipment as it should be handled from 
the point of view of efficiency and dispatch. 


We suggest, then, that, unless Director Eastman 
is satisfied that an order from the O. D. T. is the best 
method of dealing with the situation and is about ready 
to issue one, he stop or at least postpone talk of such 
an order and try to bring about an accord of the inter- 
ests concerned to the end that they, with the help of 
his office, perhaps, can arrive at an understanding and 
a working agreement among themselves for the term 
of the war emergency. Even if he does not suggest it 
they ought to proceed on their own motion along such 
lines. We can see immense advantages from such an 
arrangement, not only in the more efficient handling 
of traffic in the war emergency, but in future fruits of 
such a coalition. 


As further illustrating the working of our demo- 
cratic processes—everybody and everything else off the 
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air last Monday night while the Commander in Chigh == 
doubling as head of the Democratic Party, spoke at , 
hundred-dollar-a-plate dinner to raise money for th 
Democratic campaign fund! Ain’t war wonderful? 


A part of the hog-wash that issues from adminis. 
trative circles these days is the continued assertion tha 
criticisms of anything connected with government ap 
“inspired by Hitler’ and “intended to hamper the wa 
effort.” Some of these criticisms, to be sure, may lp 
unwise and may, in fact, hamper the war effort, by 
they are not inspired by Hitler nor “intended” to 
anything of the kind. They are inspired by disgust a 
many things that are done and intended to chang 
them. 
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The government, while cutting down on the supply 
of white paper for newspapers and magazines, is itself 
it has been shown, using nearly ten times as much print 
paper as it used in 1941—and much of it to no good 
purpose. This criticism is not “inspired by Hitler” nor 
“intended to hamper the war effort.” It is inspired by 
good sense and desire for fairness and economy ani Commis 
intended to call attention to the waste of which gov. eam 
ernment is guilty in this respect. 
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Inmates of the White House, though they must 
register for ration cards, need not state what supplies 
of rationed articles they have on hand, because the 
White House is classified as an “‘institution.”” Whatever 
injustice the common and sane people may feel is 
worked by this discrimination, there can be little fault 
found with the classification, per se. 


Senator Bailey is startled and incensed at learning 
about railroad featherbed rules and the resulting waste 
of manpower. He need not be, for the facts are well 
known. What should startle and incense him and 
arouse him to action is that neither the employers of 
this labor nor government authorities who talk so much 
about the manpower situation have anything to say 
about this matter. They are afraid of “labor.” It is this 
strangle hold held by labor on our lawmakers and the 
administrators of our laws that will defeat the so-called 
truck anti-racketeering bill, which seeks only to punish 
thugs. But labor is sensitive to charges that any in 
its ranks are thugs. 
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WATER AUTHORITY SOUGHT 

Ray Holland, doing business as Illinois River Co., of Mar- 
seilles, Ill., has filed an application with the Commission, dock- 
eted as W-637, for a permit or certificate to institute a ne 
water operation for the transportation of specified commod'. 
ties, including coal and grain, seasonally, between March and 
January of each year, from South Chicago, IIl., on the Calumet 
River, to Moline, Ill., on the Mississippi through the Henneplt 
Canal. According to the application, applicant proposes 
transport under special contracts or agreements for Interna Minot 
tional Harvester Co., Chicage; Northwestern Steel & Wire a 
Co., Sterling, Ill.; and Dewey Grain Co., Henry, Ill., by -. 
of two towboats. Letters by these companies, attached to the... 
application, supported the proposed service. ; r findin 

The Great Lakes Towing Co., Cleveland, O., in an app! 
cation docketed as W-547, asks that the certificate issued 
WC-547 authorizing it to engage in general towage betwee! 
points on the Great Lakes, and connecting and tributary —— 
excluding the St. Lawrence River, be revised to include the 
Lawrence River. 
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Montana Freight Rate Increases 


With Commissioner Johnson partially concurring and Com- 
missioner Splawn partially dissenting, the Commission in a 
report in No. 28855, Increases in Montana Freight Rates and 
Charges, written by Commissioner Porter, has found intrastate 
rates on live stock of all kinds, dried beet pulp, saw logs, with 
certain exceptions, stulls and mining lumber required by au- 
thority of the state of Montana, through the refusal to permit 
inereases Corresponding to those maintained on interstate traf- 
fi, to cause unjust discrimination against interstate commerce. 

Intrastate rates on sugar beets, beet sugar molasses, lime- 
rock, wet beet pulp, and sugar beet seed required by authority 
of the state of Montana, through the refusal to permit increases 
therein corresponding to the increases authorized on interstate 
traffic, were found not to cause any undue or unreasonable 
advantage, preference, or prejudice as between persons or lo- 
calities in intrastate commerce, on the one hand, and interstate 
commerce, on the other, or unjust discrimination against inter- 
state or foreign commerce. 

The report is the result of an investigation instituted by 
the Commission on petititon of the principal railroads operat- 
ing within Montana alleging refusal of the Board of Railroad 
Commissioners of Montana to permit increases on the afore- 
mentional commodities in the amounts authorized by the Com- 
mission on interstate traffic in Ex Parte 148. 

The Commission said its findings were without prejudice 
to the conclusions which might be reached on further hearing 
in Ex Parte No. 148, and also without prejudice to the right 
of the state authorities of Montana or of any interested party 
to apply for modification of its findings and order, if an order 
was entered, as to any specified intrastate rate on the afore- 
said commodities as to which it (the Commission) had made 
affirmative findings on the ground that such rate was not re- 
lated to interstate rates in such a way as to violate the pro- 
visions of the act. An order would be entered accordingly, it 
said, unless the Montana board notified it on or before March 
25, 1943, that it would permit promptly the increases required. 
Ifan order was necessary, the Commission added, it would be 
issued on or immediately after that date. 

The Commission said the intrastate rates on the commodi- 
ties found to cause unjust discrimination against interstate 
commerce were not contributing their fair share to respond- 
ents’ revenues, and by reason of that fact respondents were not 
receiving the revenue on “this traffic” to which they were law- 
fully entitled. 

Commissioner Johnson said he concurred in the report to 
the extent it required increases in the intrastate rates and dis- 
sented to the other findings. 

Commissioner Splawn said he dissented from so much of 
the finding of unjust discrimination against interstate com- 
merce as was directed to the intrastate rates on saw logs and 
live stock. The proceedings, said he, was essentially one relat- 
ing to revenue discrimination. The question, therefore, he 
said, was not one of the relation of rates to each other as 
Where unjust discrimination between persons and localities was 
an issue. Here, said he, ‘‘we were asked to change a very small 
Proportion of the intrastate rates in order to augment respond- 
fnts’ revenue.” The only question was, therefore, as to the 
relation of rates to income, he added, citing Florida vs. United 
States, 282 U. S. 194, 212. Continuing, he said: 


_ When a state regulatory board after full investigation has author- 
ved or approved increases in an intrastate rate structure, corresponding 
to those authorized on interstate traffic, in respect of substantially the 
tntire body of intrastate rates, excepting only a few commodities for 
ee presumably sound because of its more intimate knowledge of 
ocal conditions, we should have convincing evidence that any such 
heeetion results in a direct obstruction to or real discrimination against 
nterstate commerce before requiring its removal. In other words, the 
lustification of the exercise of the federal power must clearly appear. 
llinois Central Railroad Company vs. State Public Utilities Commis- 
Slon, 245 Uy, S. 493, 507, 508. 

I do not find in the report appropriate findings as to the effect 
won respondents’ revenues of maintenance of the present intrastate 
tates on these excepted commodities adequate to support the ultimate 
finding of unjust discrimination against interstate commerce. 
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JOHN B. BRYAN PURCHASE 
_ On reconsideration, the Commission has affirmed its find- 
ngs In the prior report, 38 M. C. C. 104, approving the pur- 
chase by Powell Truck Lines, Inc., of Springfield, Mo., of the 
‘erating rights and property of John B. Bryan, doing business 
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as John B. Bryan Truck Line, of Speed, Mo. The decision was 
made in MC F-1615, Powell Bros. Truck Lines, Inc.—Purchase 
—John B. Bryan. 

The report said the order entered in the proceeding was 
the subject of a suit before a three-judge statutory court for 
the Western district of Missouri, Byers Transportation Co. et al. 
vs. United States, et al., in which, it said, the plaintiff con- 
tended that Bryan had never held certain operating rights 
which Powell proposed to exercise and that, if Bryan had been 
the holder of such rights, he had lost them by abandonment. 
On Nov. 12, 1942, the report said, the court rendered an 
opinion remanding the proceedings to the Commission to clarify 
the prior findings in certain respects, and the proceeding was, 
therefore, reopened. The Commission said the court had 
reserved its judgment for a sufficient period to afford the Com- 
mission an opportunity to submit to it the supplemental report 
called for by the court. 


Commissioners Miller and Patterson wrote dissenting 
opinions. 


PIPE LINE VALUATION REPORT 

In a report in valuation docket No. 1268, Socony-Vacuum 
Oil Co., Inc., the Commission, by division 2, has tentatively 
found the final values, for rate-making purposes, as of Dec. 
31, 1939, of the common carrier pipeline property owned or 
used by the Socony-Vacuum Oil Co., Inc., subdivided between 
the Midland Division and the New York and Pennsylvania 
Lines, as follows: Midland Division, owned, $5,000,000; used, 
but not owned, $157; and owned and used, $5,000,157. New 
York and Pennsylvania Lines, owned, $125,000; used, but not 
owned, $23,976; and owned and used, $148,976. 


CITRUS FRUITS FROM FLORIDA 


The Commission, by a supplemental order in I. and S. No: 
4786, Package Rates on Citrus Fruits, and related cases, has 
required the respondent rail carriers to cease and desist, on or 
before April 28, from publishing, demanding or collecting for 
the transportation of citrus fruits, in carloads, in railroad-owned 
ventilated box cars, from points in Florida to destinations in the 
southeast, the rates in cents for 100 pounds published in Agent 
R. H. Hoke’s tariff No. 782, I. C. C. No. 642, effective Nov. 15, 
1942. The order further required the carriers to establish, on 
or before April 28, on such transportation, equal rates in cents 
for 100 pounds on citrus fruits packed in different types of au- 
thorized containers, said rates “not to exceed those prescribed 
in the report and order of June 8, 1942.” 

The rates in the Hoke tariff were not in compliance with 
the report and order of June 8, in that different rates in cents 
for 100 pounds were published to apply on citrus fruits when 
packed in different types of authorized containers of the same 
capacity, alleged the complainants (see Traffic World, Jan. 2, 
p. 16). In their reply to those allegations the railroads said 
that while it was true that the rates published were not the 
same for application on all types of containers, they were not in 
violation of the Commission’s order which required the estab- 
lishment of rates “which shall not exceed rates in effect on Oct. 
4, 1940, reduced 5 per cent.” The rates, said the carriers, were 
in all instances very much below the maximum rates prescribed 
by the Commission, and were made subject to the estimated 
weights named in the order. The rates were, the carriers said, 
those which had been established subsequent to Oct. 4, 1940, 
for the sole purpose of meeting the competition of movement 
by trucks. 

The cases joined with I. and S. 4786 were: I. and S. No. 
4787, Package Rate on Citrus Fruits; I. and S. No. 4511, Esti- 
mated Weights on Citrus Fruits; and No. 28501, Alturas Pack- 


ing Co., Inc., et al. vs. Akron, Canton & Youngstown Railway 
Co. et al. 


Railroad Abandonments 


The Commission. division 4, by an order in Finance No. 
14038, Livestock Terminal Service Co. Abandonment, involving 
abandonments of loading and unloading chutes and platforms, 
pens, and alleys, for the handling of live stock at the Cleveland 
Union Stock Yards, Cleveland, O., has denied the motion of 
the terminal company that the application be dismissed for 
want of jurisdiction, or that the application be granted on the 
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record without formal hearing (see Traffic World, Feb. 20, 
p. 409). 


D.L. & W. 


The Commission, division 4, in a report in Finance No. 
13957, Delaware, Lackawanna & Western Railroad Co. Aban- 
donment, has permitted abandonment by the road of its branch 
line in Susquehanna county, Pa., extending from Alford Junc- 
tion to Montrose, approximately 9.93 miles, on finding that 
there was insufficient traffic to warrant continued operation 
and that existing transportation facilities were adequate with- 
out the operation. Issuance of a certificate, however, is on con- 
dition that the line be sold, within 60 days from Feb. 23, for 
continued operation, and that the Commission reserve jurisdic- 
tion for 2 years to consider the question whether conditions 
should be imposed for the protection of employes adversely 
affected by the abandonment. 


Cc. & N. W. 


The Commission, by an order in Finance No. 14070, has 
permitted the Railway Labor Executives’ Association to inter- 
vene. The proceeding involves a joint application of Charles 
M. Thomson, as trustee of the Chicago & North Western, and 
the Burlington, asking authority for abandonment by the North 
Western of its line between Illco and Shoshoni, Wyo.; the con- 
struction of two track connections between the lines of the 
applicants, one at Illco and another near Bonneville, Wyo.; and 
the operation by North Western under permanent trackage 
rights over the line of the Burlington between the two proposed 
track connections, a distance of about 87 miles. The appl cation 
said abandonment should be authorized because it would elimi- 
nate continued maintenance of duplicate lines between Illco and 
Shoshoni-Bonneville. The petition of the labor association said 
the abandonment, if permitted, would adversely affect the or- 
ganizations affiliated with it, and the employes it represented, 
by decreasing the amount of available employment on the 
properties of the applicants. 


c. G. W. 


The Commission, division 4, by a report and certificate in 
Finance No. 14027, Chicago Great Western Railway Co. Aban- 
donment, has permitted abandonment by the C. G. W. of 1.64 
mile of line within the city limits of Winona, Minn. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained bu vrompt application to the Commission.) 


Terminal Services 


Ex Parte No. 104, Part II, Terminal Services—Tonawanda 
Iron Corporation, Terminal Allowance. By division 3. Re- 
spondent rail carriers’ obligation under interstate line-haul 
rates found not to extend beyond the present points of inter- 
change, and payment of an allowance of 71 cents a loaded car 
to Tonawanda Iron Corporation for service beyond such points, 
at North Tonawanda, N. Y., found to result in violation of 
section 6(7), and violation ordered removed. The report said 
that the allowance had been made to the iron company since 
it took over the plant in March, 1923, prior to which time the 
plant had been operated by Donner Steel Co., and that, on 
a showing that such an allowance was paid to competing iron 
manufacturers, division 1 of the Commission had granted the 
steel company the allowance in Donner Steel Co. vs. Delaware, 
L. & W. R. R. Co., 57, I. C. C. 745. The report said that the 
respondent carriers admitted they did not perform comparable 
spotting service at any other similar plants served by them. 


Water Heaters 


No. 28774, General Water Heater Corporation vs. Pacific 
Electric Railway Co. et al. By division 3. Applicable rates 
and carload minima, subject to rule 24, on shipments of gas 
water heaters from Burbank and Hollywood, Calif., to eastern 
destinations, since Oct. 1, 1938, not shown to have been or to 
be unreasonable or unduly prejudicial, and complaint dismissed. 
The substance of the complaint, said the report, was the car- 
load minima on eastbound shipments as compared with the 
published minima on water heaters westbound. The report 
said that the mere fact that a rate in one direction exceeded 
the rate between the same points in the opposite direction 
was not a controling test of the reasonableness of the higher 
rate, as such a showing might as well indicate that the com- 
parative rate was too low as that the assailed rate was too 
high. It said also that the cars ordered and furnished were 
loaded in a manner most convenient to the complainant to 
effect stopping in transit partially to unload. The bracing 
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required on such shipments, it said, reduced the space ayaj). 
able for loading, and the service of partial unloading in transit 
requested by complainant resulted in routing as much as 60 
per cent .circuitous. In the circumstances, the report said the 
applicable rate and minimum were not unreasonable. 


Used Thread-Protecting Rings 


No. 28215, Valley Steel Products Co. et al. vs. A. T.& § F 
et al. By the Commission. On further hearing, findings j, 
original report, 243 I. C. C. 509, that applicable rates on used 
thread-protecting rings having value only for reconditionin 
in carloads, from points in Louisiana, Texas, Arkansas, (Cali. 
fornia, Montana, New Mexico, Wyoming and the Province of 
Alberta, Canada, to St. Louis, Mo., and East St. Louis and 
Cairo, Ill., were and would be unreasonable to the extent they 
exceeded or might exceed rates made 25 per cent of corre. 
sponding first class rates, affirmed, and reparation awarded 
Order effective May 27. Commissioners Aitchison and Rogers 
noted dissents. Commissioners Lee and Miller did not partici. 
pate in the disposition of the proceeding. 


Protective Service Contracts 


*Ex Parte No. 137, Contracts for Protective Services. Sup- 
plemental. By division 3. Contract dated Jan. 21, 1943, be. 
tween the American Refrigerator Transit Co., and the Texas 
& Pacific, filed by the latter as provided by section 1 (14) (b) 
of the interstate commerce act, covering the inspection and 
supervision of the icing and salting of refrigerator cars, also 
the inspection and manipulation of ventilating devices, at Tex. 
arkana, Ark.-Tex., approved. The contract, designated as “Ap- 
proved Protective Service Contract No. 138,” was approved for 
application until Dec. 31, 1943, or until further order. 


Coal 


Fourth Section Application No. 19929, Coal to Chattanooga, 
Tenn. By division 2. Authority granted by F. S. O. 14877, on 
conditions, to establish and maintain on coal from mines in Ky, 
and Tenn., over applicants’ lines through Cartersville, Ga., to 
Chattanooga, Boyce, and Tyner, Tenn., rates of $1.55 from mines 
in the Windrock group 1, $1.61 from La Follette group 2, $1.66 
from Jellico-Middlesboro group 3, and $1.77 from Harlan group 
4, without observing the long-and-short-haul part of the fourth 
section. The purpose of the relief, the report said, was to enable 
producers of coal on applicants’ lines to compete with producers 
on the Southern. 

Cotton Fabrics 


I. and S. No. 4913, Cotton Fabrics, Texas to Louisiana Ports, 
embracing fourth section application No. 18908, Cotton Fabrics, 
North Texas to Gulf Ports. By division 2. On reconsideration, 
finding in prior report, 246 I. C. C. 593, that relief from the long- 
and-short-haul part of the fourth section to establish and main- 
tain rates on cotton fabrics, minimum 7,000 pounds, from cotton- 
mill points in Texas to certain Texas and Louisiana ports for 
movement beyond in foreign, coastwise, and intercoastal com- 
merce, was not justified, affirmed. 


Status of Yardmasters 


Ex Parte No. 72, Sub. 1, Regulations Concerning the Class 
of Employes and Subordinate Officials to be Included Within 
the Term ‘Employe” Under the Railway Labor Act—General 
and Assistant General Yardmasters—Missouri Pacific. By divi- 
sion 3. Orders of the Commission now in effect, defining the 
work of employes or subordinate officials of common carriers 
by railroad, found to include the work of general and assistant 
general yardmasters employed by the Missouri Pacific at the 
following terminals: Eldorado, Gurdon, Helena, Jacksonville, 
Little Rock McGehee, North Little Rock, and Van Buren, Ark. 
Alexandria and Monroe, La., Carondelet, Kansas City, Leeds, 
Nevada, Poplar Bluff, and St. Louis, Mo., Dupo, IIl., Atchison, 
Coffeyville, Osawatomie, and Wichita, Kan., and Omaha, Neb. 
The finding resulted from a petition of the Railroad Yardmas- 
ters of America asking for a determination whether the Com- 
mission’s orders should be amended or interpreted to include the 
work of 33 general and 22 assistant general yardmasters eMm- 
ployed by the M. P., so as to bring them within the meaning of 
section 1(5) of the amended railway labor act. Commissioner 
Johnson dissented saying that facts and circumstances attend- 
ing conditions of employment convinced him that the general 
yardmasters at St. Louis and Kansas City, Mo., were officials 
and not subordinate officials. That, he added, might also be 
true at other stations on the M. P. 


Cattle 


No. 28831, J. A. Lehn vs. Union Pacific, et al. By the Com- 
mission. Report written by Chairman Alldredge. Failure of de- 
fendants to provide for the application of a two-for-one rule 
connection with the factor of the rate beyond the Mississ!p?! 
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February 27, 1943 


River applying on a shipment of cattle from Grand Island, Neb., 
to Dewart, Pa., unreasonable. Charges collected on the shipment, 
made Aug. 20, 1940, based on a combination rate of 94 cents, 
composed of factors of 38 cents, minimum 24,400 pounds for a 
40-foot car, to the Mississippi River, and 56 cents, minimum 
94400 pounds for a 40-foot car, beyond, found inapplicable, and 
applicable charges, as stated in the report, found to have been 
ynreasonable to the extent they exceeded those which would 
have accured on the basis of the rate of 38 cents, minimum 
94,400 pounds, to the Mississippi River, plus the rate of 56 cents, 
minimum 24,000 pounds, from the Mississippi River to destina- 
tion. Reparation of $2.24, with 6 per cent interest, awarded, and 
waiver of collection of outstanding undercharges of $109.76 
authorized. 


Corn and Corn Products 


No. 28682, Board of Trade of the City of Chicago vs. Grand 
Trunk Western Railroad Co., et al., embracing No. 28682, Sub. 
1, Indianapolis Board of Trade vs. New York Central Railroad 
Co. Rates on corn and corn products, in carloads, from Chicago, 
lll, and Indianapolis, Ind., to Battle Creek, Mich., and points 
intermediate thereto, found not unreasonable or otherwise un- 
lawful, and complaint dismissed. The complaint alleged dis- 
crimination and prejudices as between the local rate of 17 cents 
charged from Chicago and Indianapolis to Battle Creek, and a 
7-cents rate on corn grits from Kankakee to Battle Creek. The 
report pointed out that the local rate was rarely, if ever, used 
on the traffic in question from Chicago or Indianapolis, since 
such traffic moved out of those points on transit balances which 
were generally the same as, or less than, the 7-cent rate from 
Kankakee. Commissioner Miller dissented in part, saying that 
he agreed that the rates assailed were not unreasonable or 
otherwise unlawful, but that his objection went to the failure 
of the report to indicate disapproval of the use, beyond that 
originally intended, of transit balances accruing on white corn 
shipped to Kankakee, in that the record showed that yellow corn 
could be, and was, shipped out of Kankakee on transit balances 
of the rates on white corn used in the manufacture of grits, 
which resulted in the defeat of the usually applicable rates on 
yellow corn. 


Commission Water Reports 


‘An asterisk before the docket number means that the report 
will not be printed wn full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-665, Marine Oil Transportation Co. Common Carrier 
Application. By division 4. Certificate granted as to con- 
tinuance in operation in the performance of freight-car ferry 
service by non-self-propelled vessels with the use of separate 
towing vessels from Bay City to Hoquiam and Aberdeen, 
Wash., on Grays Harbor. Commissioner Miller dissented, on 
the ground that applicant was owned and controlled by Foss 
Launch & Tug Co., holder of a certificate in W-587 authoriz- 
ng continuance in operation as a common carrier in the trans- 
portation of commodities generally by the use of non-self- 
propelled vessels with the aid of separate towing vessels 
between all points in the state of Washington on Puget Sound 
and Grays Harbor, and in the performance of general towage 
between points along the Pacific coast. Section 309 of the act, 
he said, did not contemplate the issuance of multiple authority 
Where there was in reality only one joint service. 

_ W-16, S. C. Loveland Co., Inc., Philadelphia, Pa., applica- 
ton. By division 4. Certificate granted as to continuance in 
operation as a common carrier with self-propelled carrying 
vessels and non-self-propelled vessels with separate towing 
Vessels, in the transportation of commodities generally between 
ports and points on the Atlantic coast and tributary waterways, 
but not including points on the Hudson River above New York 
harbor and contiguous harbors, nor on the New York State 
Canal systems. It was further found that transportation by 
the applicant of smoke stacks, smoke stack casings, and hangar 
natch covers for naval vessels, and structural bridge steel of 
feet or more in length, between points on the Atlantic 
Coast and tributary waters from New York harbor to Jackson- 
Vlle, Fia., was exempted from the provision of part III of the 
act, until the further order of the Commission. Commissioner 
Miller concurred, saying he did so in view of the decision of 
the Commission in W-557, McLain Carolina Line, Inc., Common 
Carrier Application, decided Nov. 2, 1942, but that he was of the 
Pinion that the applicant was not entitled to authority to 
oerate north of New York harbor and south of Jacksonville, 
a., because of failure to prove bona fide operations over such 
— during the critical period. 
. “W-222, Harbor Lighterage Co., New York, N. Y., common 
arier application. Division 4. Permit granted, effective May 
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11, 1943, as to continuance in operation as a contract carrier, 
by non-self-propelled vessels with the use of separate towing 
vessels, in transporting lumber from points in New York harbor 
and harbors contiguous thereto, to Norwalk, Conn. 

*W-715, Woods Lumber Co., contract carrier and exemp- 
tion applications. Permit granted, effective May 12, 1943, as to 
continuance in operation as a contract carrier, by non-self-pro- 
pelled vessels with the use of separate towing vessels, of forest 
products between points on the White River from Georgetown, 
Ark., to its mouth, and on the Mississippi River, from Green- 
ville, Miss., to Memphis, Tenn. The report said that the trans- 
portation did not fall within the exemptions under section 
303(b) of the act. 

W-248, Fred A. Kahlke, Rock Island, Ill., Contract Carrier 
Application. By division 4. Permit granted, effective May 6, as 
to continuance of operation, under the “grandfather” clause, as 
a contract carrier by non-self-propelled vessels with the use of 
separate towing vessels in the transportation of materials used 
in construction work on the Mississippi and Illinois Rivers be- 
tween ports and points on the Mississippi from St. Louis to Red 
—— inclusive, and on the Illinois from Utica to Graf- 
ton, a 

*W-881, V. G. Christensen, Portland, Ore., Common or 
Contract Carrier Application. By division 4. Application de- 
nied as to continuance of operation as a common carrier by 
water in the transportation of passengers and commodities 
generally, between Portland and Astoria, Ore., and interme- 
diate points in Oregon and Washington. The report said that 
since the hearing applicant had ceased operation, that his 
vessel was to be sold, and that applicant no longer sought to 
pursue his application. 


Commission Motor Reports 


(Ar asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
ful. may be obtained by prompt application to the Commission.) 


*MC 96445, George Bellows and Vern Bellows, Cameron, 
Wis., common carrier. Certificate granted. Continuance of 
operation, general commodities, with exceptions, between Cam- 
eron, Wis., on the one hand, and points in Wis., within 60 miles 
of Cameron, on the other. 

*MC 44447, Sub. 2, Suburban Motor Freight, Inc., Colum- 
bus, O., extension. On reconsideration, findings in prior report, 
dec‘ded Sept. 2, 1942, that public convenience and necessity re- 
qu're operation over an alternate route of general commodities 
between Uhrichsville and Toledo, O., subject to certain restric- 
tions, affirmed and certificate granted. Commissioner Patter- 
son dissented. 


*MC 31044, Apex Express, Inc., Perth, Amboy, N. J., com- 
mon carrier. On further hearing as to claimed “grandfather” 
rights from and to Baltimore, Md., Washington, D. C., Peek- 
skill, N. Y., and Lansdowne, Pa., findings in prior report, 18 
M. C. C. 47, modified and applicant found to have failed to es- 
tablish its right under the “grandfather” clause to a certifi- 
cate as a common carrier of general or specified commodities to 
and from such points over regular routes authorized in the 
prior report. Application denied to that extent. Commis- 
soner Lee dissented in part. 

*MC 2815, Sub. 7, Willett Company of Indiana, Inc., Chi- 
cago, Ill., extension, embracing MC 2815, Sub. 8, Same. Cer- 
t'ficate granted, in MC 2815, Sub. 7, as to general commodities 
between Anderson and Matthews, Ind., serving Muncie, Ind., as 
an intermediate point, in performing a substituted service for 
the Pennsylvania Railroad Co.; and in MC 2815, Sub. 8, as to 
general commodities, with exceptions, between Logansport and 
Fort Wayne, Ind., over specified routes. 


*MC 2994, Sub. 6, J. A. Lottes, Jasper, Ind., extension. Cer- 
tificate granted. General commodities, with exceptions, from 
Palmyra, Ind., to Louisville, Ky., over U. S. highway 150, serv- 
ing New Albany, Ind., as an intermediate point. 


*MC 61600, |. E. Narigan, Wheeling, W. Va., common car- 
rier. Certificate denied, on reconsideration, and findings in 
prior report 21 M. C. C. 119, affirmed, on finding that appli- 
cant had failed to establish a right to a certificate, to the ex- 
tent that the application had been reopened, as to general com- 
modities between points on applicant’s regular routes, in O. 
and W. Va., on the one hand, and, on the other, points in those 
states and Pa.; or between Washington, Pa., on the one hand, 
and, on the other, points in O. and W. Va., under the ‘“grand- 
father” clause. 

*MC 78259, Mercury Truck Lines, Inc., Omaha, Neb., com- 
mon carrier. Certificate granted. Continuance in operation as 
to dairy products and packing house products, between Omaha, 
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Neb., and Chicago, Ill., over a specified route, and return over 
the same route. 


*MC 102992, Don Hemsted, Redding, Calif., common car- 
rier. Certificate granted. Household goods, between points in 
Tehama, Shasta, Trinity and Siskiyou counties, Calif., over ir- 
regular routes; general commodities, with exceptions, between 
Redding, Calif., on the one hand, and, on the other, points in the 
aforementioned counties, over irregular routes; and catalogues 
between points in Tehama, Shasta, Trinity, Siskiyou, Lassen, 
and Modoc counties, Calif., and points in a specified part of 
Plumas county, Calif., on the one hand, and, on the other, 
points in Tehama, Shasta, Trinity, and Siskiyou counties, over 
irregular routes. 


*MC 103011, L. A. Netzer, Laredo, Tex., common carrier. 
Application denied, on a finding that applicant’s operations, in 
the performance of collection and delivery service for rail car- 
riers, motor carriers and freight forwarders, subject to regula- 
tion under the act, did not require authority from the Commis- 
sion, because confined to points within the corporate limits of 
Laredo. Commissioner Lee, concurring in the result, said he 
did not agree that the terminal areas of the carriers should be 
considered to be co-extensive with the corporate limits of 
Laredo, and that such terminal areas should be defined in the 
tariffs of the carriers and forwarders. 


*MC 11710, P. W. Keely, New Castle, Pa., common carrier, 
embracing MC 11710, Sub 1, Same, Extension. Certificate 
granted in MC 11710. Continuance of operation as to general 
commodities, with exceptions, between points in Pa. and Ohio, 
over regular and irregular routes. Application denied in MC 
11710, Sub. 1. The report said the application covered generally 
the territory described in the ‘grandfather’ application, and 
was filed for the sole purpose of submitting evidence of public 
convenience and necessity “to justify any regular route opera- 
tion that we could not properly approve under section 206 (a) 
of the act.” 

*MC 10325, George H. Carpenter, Cranston, R. I., common 
carrier. On further hearing, on petition of protesting rail car- 
riers, findings in prior reports 17 M. C. C. 693, and 32 M. C. C. 
580, to the extent that applicant was found entitled to a cer- 
tificate authorizing continuance of operation as to malt bev- 
erages from Newark, N. J., New York, N. Y., and West Haven, 
Conn., to Providence, R. I., and of empty malt beverage con- 
tainers on return, reversed, and application to this extent 
denied. 


*MC 4485, Joseph Allen Moore, Goldsboro, N. C., common 
carrier. Application denied. Continuance of operation as to 
general commodities between points in Del., Fla., Ga., Md., 
N. J., N. ¥., N. C., Pa. S. C., Va. and D. C., over regular 
routes. 

*MC 259, John Pressney, Dodge City, Kan., contract car- 
rier, embracing MC 259, Sub. 1, Same, Extension. On recon- 
sideration in Nos. MC 259 and MC 259, Sub. 1, description of 
certain services authorized clarified, permit issued in MC 259 
amended, and findings in prior report in MC 259, Sub. 1, 
modified. In MC 259, permit amended to authorize transpor- 
tation of such commodities as were produced or sold by meat- 
packing houses, and of advertising, premiums, and other ar- 
ticles used in connection with the sale of such commodities, un- 
der contract with persons who operated meat-packing houses, 
in lieu of authorization for transportation of packing house 
products. In MC 259, Sub. 1, findings modified to authorize 
the transportation of the aforementioned commodities, for per- 
sons as described, in lieu of authorization for transportation of 
packing house products, dairy products, dressed poultry and 
eggs. 

*MC 1475, James Gallagher, Inc., Philadelphia, Pa., em- 
bracing MC 52705, Same. Certificate granted in MC 1475 for 
continuance of operation as to general commodities, with ex- 
ceptions, (1) between points in the Philadelphia commercial 
zone, and (2) from Philadelphia (a) to points in Pa. within 
100 miles of Philadelnhia and (b) to points in Del. and N. J. 
within 30 miles of Philadelphia, over irregular routes. Cer- 
tificate denied, under grandfather clauses, in MC 52705, as to 
“carloading, forwarding and consolidating service in connec- 
tion with fifth and/or sixth class traffic and/or commodity 
traffic . . . between Philadelphia, Pa., and points in vicinity, 
and between Holvoke, Mass., and vicinity, on the one hand, 
and principal points in trunk line, Central Freight Association, 
southwestern, western trunk line, New England, southern and 
transcontinental territories, on the other.” 


*MC 7323, Thomas A. Baumfalk, Hollenberg, Kan. Cer- 
tificate granted as to general commodities, with exceptions, 
between Hollenberg and points in Kan. and Neb. within 20 
miles thereof, on the one hand, and Kansas City, Mo.-Kan., and 
St. Joseph, Mo., on the other, and between Hollenberg and all 
points in Kan. within 20 miles thereof, on the one hand, and 
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points in Gage and Jefferson counties, Mo., on the other, over 
irregular routes. 

*MC 9837, Red Circle Freight Lines, Inc., Brooklyn, N. y, 
embracing Sub. No. 1, Same. On further hearing, by division 
5, prior report, 24 M. C. C. 319, modified. Permit granted in 
MC 9837 for continuance of operation as to merchandise dealt 
in by wholesale, retail and chain grocery and food business 
houses and, in connection therewith, equipment, etc., used in 
conduct of such business; and, also, for transportation of (a) 
canned, bottled or packaged food products from Brooklyn to 
Baltimore, Md., and (b) canned food products from Baltimore 
to New York City, over irregular routes. Permit granted, also, 
in Sub. No. 1, as to (a) canned food products from Baltimore 
to points in Essex, Hudson, Passaic and Union counties, N. J., 
and (b) specified commodities from Passaic, N. J., to Baltimore, 
Md., and Washington, D. C., over irregular routes. 

_ *MC 10239, Manhardt Storage Co., Milwaukee, Wis. Per- 
mit granted for continuance of operation as to merchandise 
dealt in by wholesale and retail grocery stores, and as to pre- 
miums, between Barrington, Ill., and specified area in Wis,, 
over irregular routes. Holding by applicant at the same time 
of a certificate and a permit found consistent with public in- 
terest and national transportation policy. 


*MC 14183, Werden Barringham, West Haven, Conn. On 
reconsideration, by division 5, prior report, 20 M. C. C. 606, 
modified. Certificate granted for continuance of operation as 
to. specified commodities from, to and between designated 
points in N. Y., N. J., Conn., Mass. and Md., over irregular 
routes. The Commission said it modified the findings in the 
prior report so as to eliminate duplication of authority grow- 
ing out of the purchase by applicant of the operating rights of 
Franckling Delivery Service, Inc. 

*MC 30616, Sub. No. 1, Queen City Trucking Co., Inc, 
North Wilkesboro, N. C. Certificate granted as to furniture 
from North Wilkesboro to Chicago, Philadelphia, and specified 
points in N. Y., O. and W. Va.; glass from Butler and Ford 
City, Pa., Toledo, O., Owens and Parkersburg, W. Va., and 
New York City to North Wilkesboro; mirrors from North 
Wilkesboro to Baltimore, Md.; machinery from North Wilkes- 
boro to Atlanta Ga., and sheet metal roofing from Parkersburg 
to North Wilkesboro. 

*MC 48978, Sub. No. 2, Carlo Transportation Co., Inc., 
Newark, N. J. Certificate granted for extension of operations 
by applicant as to (1) paperboard and paperboard products 
from Victory Mills and Thomson, N. Y., to Hartford and New 
Haven, Conn., and to Philadelphia and Reading, Pa., and of 
materials and supplies used in manufacture of such products, 
in the reverse direction, and (2) machine parts used in man- 
ufacture of paper products between Victory Mills and Thom- 
son, on the one hand, and Philadelphia, on the other, over ir- 
regular routes. 

*MC 93796, Sub. No. 1, A. J. Mace, Missouri Valley, la. 
Certificate granted as to live stock between Missouri Valley 
and Ia. points within 15 miles thereof, on the one hand, and 
Omaha, Neb., on the other, over irregular routes. 


*MC 25554, J. Herman Gladden and M. R. Sample, Wash- 
inaton, Pa., embracing MC 51173, Same; MC 25554, Sub. No. 
3, Same, and MC 102421. Same. Certificate or permit denied 
in MC 25554 and MC 51173 as to specified commodities be- 
tween points in Canton township, Washington county, Pa., on 
the one hand, and, on the other points in Ind., Ill., Mich., 0., 
W. Va., Pa., N. ¥., N. J., Md. and Va. Certificate granted ‘in 
MC 25554, Sub. No. 3. as to specified commodities from desig- 
nated points in Pa., N. Y., O. and W. Va. to specified points 
in Pa., Ind., Md., O., Mich.. N. J.. N. Y. and W. Va. On re- 
consideration, in MC 102421. certificate granted as to (a) cor- 
rugated paper boxes and fillers from points in Franklin town- 
ship, Washington county, Pa., to Pittsburgh and specified points 
in O., Md. and W. Va., and as to rejected or damaged ship- 
ments in the reverse direction, and (b) iron and steel articles 
from points in Canton townshiv to Dahlgren Proving Grounds, 
Dahlgren, Va., and the U. S. Navy Yard at Portsmouth, Va. 
and reiected iron and steel articles and scrap iron in the re 
verse direction. (Prior report, 30 M. C. C. 897.) 


*MC 42964. Daniel Hamm Drayage Co., St. Louis, Mo. 
Subject to applicant’s election to divest itself of its common 
carrier authority, permit granted for continuance of operation 
as to specified commodities, for special classes of shippers, lim- 
ited to a service in which it leases trucks with drivers to such 
shippers for exclusive use by such shippers, between St. Louls, 
Mo., on the one hand, and points in St. Clair and Madison coun- 
ties. Tll., on the other, over irregular routes. Applicant given 
90 days after service of this report to notify the Commission 
of its choice of contract or common carrier operations. The 
Commission said that while it did not appear that the shippers 
served by applicant as a contract carrier were also served by 
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it as a common carrier, there remained the fact that they might 
be so served if the permit here sought was granted. 


RATE INCREASE REMOVAL 

New York harbor interests have filed a brief in lieu of 
oral argument in Ex Parte 148, asking that if the Commission 
“determines to permit the continuance of increased rates, either 
those originally allowed or increases in some different amount, 
it expressly require that as a condition of maintaining such in- 
creases the railroads shall promptly readjust their rates to 
restore the port differential adjustment.” ; 

The brief said that when the carriers filed their application 
for authority to increase their rates, the harbor interests sought 
assurance that the port differentials would be preserved. Such 
a promise had been made, it said, in correspondence which 
passed between the harbor interests and the Traffic Executive 
Association, Eastern Territory, and that after the Commission 
had announced its decision the association had declined to re- 
store the port differentials, on the ground of the temporary 
nature of the increases and the volume of tariff publication 
that would be involved. 

Conceding that normal trade considerations did not now 
control the routing of traffic through north Atlantic ports, the 
brief said “it is only human that with the passage of time 
ideas become fixed, and something which at first may be re- 
garded as temporary comes to be considered permanent and 
accepted as an essential part of the commercial and transporta- 
tion structure. We fear that this will happen. . .” 

The New York harbor interests joining in the brief were: 


City of New York; Chamber of Commerce of the State of New 
York; Commerce and Industry Association of New York, Inc.; Shippers 
Conference of Greater New York; Maritime Exchange of the Port of 
New York; The Port of New York Authority; New York Board of 
Trade; Bronx Board of Trade; Brooklyn Chamber of Commerce; and 
Chamber of Commerce of the Bourough of Queens. 


Roland Rice, general counsel of the American Trucking 
Associations, Inc., was erroneously reported in the Traffic 
World, Feb. 13, p. 369, to have said in argument in Ex Parte 
148 that “motor carriers simply could not afford any increase 
at all in the general level of rates.” This should have read “any 
decrease at all in the general level of rates.” Preceding this 
part of the report the position of the A.T.A. in opposition to 
removal of the rail rate increases because of the adverse effect 
such —- would have on motor carrier rates was given on 
page 366. 


INTRASTATE FARES 

The Commission, division 1, has issued an order vacating 
the investigation instituted in No. 28938, Missouri Intrastate 
Fares (see Traffic World, Feb. 13, p. 354). The investigation, 
the order said, was instituted on petition of all common car- 
riers by railroad operating in Missouri, and involved refusal 
of the Public Service Commission of Missouri to authorize Ex 
Parte 148 passenger fare increases. 

The investigation was vacated, the Commission said, on the 
request of the Missouri Pacific Lines, acting for all the car- 
riers, for permission to withdraw their petition, without prej-- 
udice. The letter requesting permission to withdraw the peti- 
tion said that a petition to reopen Case 10158, Intrastate Pas- 
senger Fares in Missouri, had been filed with the Missouri 
commission, and that it was the opinion of the carriers that 
“when the Interstate Commerce Commission decides its case 
in Ex Parte 148 . . . the petitioning railroads will be able to 
dispose satisfactorily of the Missouri case without resort to the 
Interstate Commerce Commission.” 


MISSOURI 





ILLINOIS COMMUTATION FARES 


_ On petition of eleven railroads serving Illinois, the Com- 
mission, by division 1, by an order in No. 28943, Illinois Intra- 
state Commutation Fares, has instituted an investigation to 
determine whether the refusal of the Illinois Commerce Com- 
mission, as alleged by the rail petitioners, to authorize or per- 
mit the application to the transportation of passengers moving 
intrastate in Illinois of an increase in commutation fares and 
charges and special round-trip fares and charges correspond- 
ing to that authorized for application on interstate traffic (10 
Per cent) in Ex Parte 148 causes unreasonable preference or 
unjust discrimination as between interstate and intrastate com- 
merce. The investigation is also with a view to determining 
what, if any, fares and charges should be prescribed. The 
Proceeding is to be assigned for hearing at such time and place 
as the Commission may hereafter direct. 

. The Illinois Central has filed an answer to the Office of 
Price Administration’s petition for intervention in the injunc- 
tion suit brought by the railroad, in the superior court of Cook 
County, IIL, against the Illinois Commerce Commission, in 
Which the company seeks to have the Illinois commission en- 


467 


joined from interfering with collections by the company of 10 
per cent increases in its suburban commutation fares (see 
Traffic World, Jan. 23, p. 192). 

In its petition to intervene, the O. P. A. said it was a proper 
es to the case because an increase in the petitioner’s subur- 

an fares would disrupt the price structure which the O. P. A. 
sought to maintain. It said the economic stabilization act, as 
amended October 2, 1942, required that a common carrier 
should make no increase in its rates or fares unless it first 
gave 30 days’ notice to the O. P. A., and that the Illinois Cen- 
tral had not given 30 days’ notice to the O. P. A. concerning 
its intention to increase suburban fares. In its answer, the 
railroad says the economic stabilization act relates to a gen- 
eral increase in the rates or fares of common carriers, rather 
than to an increase by one carrier of only a few of its fares. 
It denies that any increase in its suburban fares would have a 
disruptive impact on the general price structure, and that, con- 
sequently, the O. P. A. is not a proper party of interest. 

The Illinois commission has entered a motion to dismiss 
the railroad’s petition for a permanent injunction, on the ground 
that the complaint fails to show, by factual data, that the Illi- 
nois commission unconstitutionally or unfairly refused to sanc- 
tion the fare increases. The commission says the court cannot, 
in the absence of evidence concerning the proceedings in the 
matter before the commission, determine whether or not the 
commission acted arbitrarily. 

Hearing on the petition for a permanent injunction has not 
yet been set. The superior court granted a temporary injunc- 
tion, January 4, and the increases in fares became effective 
January 24. 


Forwarder Tariffs Unlawful 


The Traffic World Washington Bureau 


In a report in Ex Parte No. 154, tariffs of freight for- 
warders containing joint freight forwarder-motor common car- 
rier rates, the Commission has found unlawful joint freight for- 
warder-motor common carrier rates contained in certain tariffs 
because not shown to have been filed with the Commission 
prior to the enactment of part IV, of the interstate commerce 
act, or offered for filing and rejected prior to that date, or used 
as the basis for actual operations on July 1, 1941. It has or- 
dered rejection and stricken from its files freight forwarder 
tariff No. 3, I. C. C. FF No. 4, and supplement No. 1 thereto, 
filed by Central Package Car Co.; Tariff No. 1, I. C. C. FF No. 
1, filed by Texas Shippers Assn., and freight tariff No. 1, MF 
I. C. C. No. 1, filed by General Carloading Co., Inc. Other 
tariffs covered in the proceeding are local joint and propor- 
tional tariff No. 2, MF I. C. C. No. 1, filed by Superior Fast 
Freight; tariff I. C. C. FF No. 1, filed by Pittsburgh Stores 
Fast Freight; tariff No. 1, I. C. C. FF No. 1, filed by Baltimore- 
New York Dispatch, Inc., and tariff No. 1, I. C. C. FF No. 1, 
and supplement No. 1 thereto filed by New York-Philadelphia 
Dispatch. Tariffs of the first two mentioned were canceled and 
the latter two were authorized to be continued. 


FREIGHT FORWARDER CASES 


The Commission, by Commissioner Aitchison, has issued or- 
ders calling on respondents parties to tariffs covered by its 
investigations in I. and S. 5151, Consolidation of Shipments by 
Freight Forwarders, I. and S. 5152, Books, Drugs and Cotton 
Goods, New York to Chicago, I. and S. 5154, Commodities, 
New York, N. Y., to Cleveland, O., 28894, Consolidation of 
Shipments by Freight Forwarders, 28896, Forwarder Rates 
Conditioned Upon Aggregates of Tonnage, and 28897, Propor- 
tional Rates of Freight Forwarders, to file returns to its in- 
vestigation orders stating, with the particularity required by 
the Rules of Practice as to answers to complaints, as to each 
tariff item specified, (1) the position taken and claims to be made 
by the respondent concerning the reasonableness and lawful- 
ness otherwise of the tariff item specified, and (2) the general 
nature of matters to be relied ‘on in justification of such item. 
Each respondent is to file a return with the Commission at its 
offices in Washington, on or before March 8. The proceedings 
have been assigned for hearing in Washington before Com- 
missioner Aitchison on March 15. The purpose of the returns, 
the orders stated, was to simplify and clarify the issues to be 
heard, and to advise the Commission and the parties with re- 
spect thereto, and to permit the most orderly and complete 
investigation of all matters involved. 


PULLMAN FARES IN ILLINOIS 
The Pullman Company obtained a temporary injunction in 
the Superior Court of Cook County, Ill., February 20, restrain- 
ing the Illinois Commerce Commission from interfering with 
increases in Pullman rates named in tariffs dated to become 
effective in Illinois February 23. Attorneys for the company 








468 


informed the court that the Illinois commission had denied the 
company’s application for permission to increase its rates 10 
per cent, as authorized by the Interstate Commerce Commis- 
sion in Ex Parte 148. They said the company needed the ad- 
ditional revenue to meet wage increases granted its employes 
in 1941. The court ordered the Illinois commission not to in- 
terfere with the ccllection of a 10 per cent increase in fares 
covering sleeping, parlor, club, and lounge car travel. Hearing 
will be held later, at a date to be determined, on the matter of 
a permanent injunction. 

The court ordered the company to deposit a sum of money 
approximating its collections of the increased charges, pend- 
ing the outcome of the permanent injunction request. Refunds 
will be paid out of the deposit to travelers who present their 
=, stubs for repayment, if the permanent injunction is 

enied. 


0. P. A. ACTION ON TRUCK RATES 


Adjustments in maximum rates of three motor contract 
carriers have been authorized by the Office of Price Adminis- 
tration, by orders modifying supplementary regulation No. 15 
to its general maximum price regulation. 

Under one of those orders (No. 24), Howard A. Harbourt, 
of Trenton, N. J., is permitted to “sell and deliver contract 
carrier services at not more than $1.875 per hour for the serv- 
ices of a 1% ton truck with driver and helper.” By terms of 
order No. 25 under supplementary regulation No. 15, Freight- 
ers, Inc., of Kansas City, Mo., is permitted to charge not more 
than 6 per cent above the maximum prices established by that 
carrier in March, 1942, for its contract carrier services. Order 
No. 26 authorizes George Zuzich, dba Zuzich Truck Line, of 
Kansas City, Mo., to charge not to exceed 1 per cent above the 
maximum prices established by him in March, 1942, for his 
contract carrier services. 


COMMISSION ORDERS 

MC 54853 Sub. 2, B. J. Garfinkel, extension, New York et al. Re 
opened for reconsideration. 

MC 75110, Gerold Moving & Warehousing Co., common carrier ap- 
plication. Reopened for further hearing. 

No, 27983, Adams Lumber Co. et al. vs. A. C. & Y. et al. Order 
of August 19, 1942, further modified to become effective on February 
25, on not less than one day’s notice in so far as order concerns 
Mllinois Terminal. 

No. 28235, Port Commission of city of Beaumont, Tex., et al. vs. 
Abilene & Southern et al. Motion of defendants, Texas & Pacific, 
Burlington-Rock Island, Chicago, Rock Island & Pacific and Fort 
Worth & Denver City, for interpretation or reformation by entire 
Commission of findings and orders of division 3, overruled. 

No. 28259, Nueces County Navigation District No. 1 vs. Abilene & 
Southern et al. Motion of defendants, Texas & Pacific, Burlington- 
Rock Island, Chicago, Rock Island & Pacific, Fort Worth & Denver 
City, and Missouri-Kansas-Texas of Texas, for interpretation or refor- 
mation by entire Coramission of ‘indings and orders of division 3, 
overruled. 

MC F-1018, Safeway Trails, Inc., merger, Eastern Trails, Inc. Pe- 
tition filed November 18, 1942, by Eastern Trails, Inc., seeking recon- 
sideration of order of April 2, 1942, and that said order be set aside 
or that its effective date be postponed for at least six months, denied. 

MC C-78, Anderson Motor Service Co. et al. vs. Herman L. Beasley 
and George Daley, dba B & D Transportation Co. Complaint dismissed. 

MC C-357, Greer Steel Co. vs. A & B Fast Freight, Inc. Complaint 
dismissed. 

1. & S. 4374, class rates between Kentucky and W. T. L. points. 
Order of October 26, 1940, further modified to become effective May 4, 
on not less than one day’s notice, instead of March 4. 

No. 28858, L-U-C-E Manufacturing Co. vs. A. T. & S. F. et al. Com- 
plaint dismissed. 

No. 28898, Clarence Brown et al. vs. A. C. L. Reopened for further 
hearing. 


No. 28902, H. E. Salzberg Co., Inc., vs. C. of N. J. et al. Complaint 
dismissed. 

W-658, Raymond Lendten, contract carrier application. Reopened 
for further hearing. Effective date of permit and order of December 
8, 1942, postponed until further order of Commission. 

MC F-1923, H. L. Goble Co., Imc., lease, John Richards. 
tion dismissed. 

MC F-2073, Pacific Motor Trucking Co., purchase, Valley Motor 
Lines, Inc. Application requesting approval of temporary operation 
by Pacific Motor Trucking Co., of certain properties of Valley Motor 
Lines, Inc.,- denied. 

1. & S. 4815, wrought pipe to the southwest. Petition filed on be- 
half of all respondent carriers by railroad in official classification ter- 
ritory and certain vespondent carriers by railroad in western district 
for vacation of order of April 13, 1942, denied. Order of April 13, 
1942, further modified to become effective June 10, on not less than 
30 days’ notice, instead of April 10. 

No. 23381, Boydton Manufacturing Co., Inc., et al. vs. Southern 
et al.: No. 23381 Sub. 1, Phillips Lumber Co., Inc., vs. C. & O. et al., 
and No. 23385, Barnes Lumber Corporation et al. vs. Same. Petition 
of defendant carriers by railroad in official territory for vacation or 
modification of orders, denied. 

MC F-1553, Consolidated Freightways, Inc., purchase, Pacific Inter- 
mountain Express Co. Time within which authority granted in report 
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and order of September 19, 1942, as modified by supplemental order 
of November 21, 1942, may be exercised extended to April 1. 

MC F-2095, Southwestern Freight Lines, purchase, T. J. and E, J, 
Carr; Victor F. Palmer et al., control, Southwestern Freight Lines, 
Application dismissed. 

W-525, Coast Transportation Co., Inc., common contract applica. 
tion. Petition of protestant, Pan-Atlantic Steamship Corporation, for 
reconsideration and modification of report and certificate, denied. 

W-607, Michigan Atlantic Corporation, common carrier application, 
Reopened on Division 4’s own motion, for further hearing with respect 
only to applicant’s operation on non-self-propelled vessels with use 
of separate towing vessels. 

MC 66746, L. B. McGhee, contract carrier application; and MC 66745 
Sub. 3, L. B. McGhee, common carrier application. Time within which 
petition for reconsideration of report and order of division 5, decideq 
January 4, may be filed, extended to March 5. 

No. 13535 et al., Consolidated Southwestern Cases. Order of April 
5, 1927, further amended to permit application of differentials from or 
to Amarillo, Tex., prescribed in Appendices 14 and 15 of report of 
Commission, as subsequently modified to determine rates from or to 
Royal and Pullman, Tex., in lieu of differentials prescribed from or to 
latter points in said Appendices 14 and 15. 


FINANCE APPLICATIONS 

MC F-2109. Hayes Freight Lines, Inc., Mattoon, Ill., asks av. 
thority to purchase operating rights between Toledo, O., and Detroit, 
Mich., via U. S. Highway 24, serving intermediate and off-route points, 
of Service Freight Line, Inc., Ypsilanti, Mich. 

Finance No. 14142. New York, Chicago & St. Louis Railroad Co, 
asks authority to assume obligation and liability in respect of a pro- 
posed issue of $1,230,000 serial equipment trust certificates to be dated 
March 15, 1943, and mature in 15 years. The proceeds of the sale are 
to be used to finance 80 per cent of the cost of 10 Class S-1 freight 
locomotives, type 2-8-4, with 22,000-gallon tenders, estimated to cost 
$1,567,485, to be acquired under an equipment lease and agreement, 
The certificates are to be sold by competitive bidding. 

MC F-2110. E. L. Skeel, dba Blue Gray Lines and Grays Harbor 
Lines, Puyallup and Aberdeen, Wash., a proposed new company with 
capitalization of $100,000, asks authority to purchase Blue Gray Lines, 
Inc., Puyallup, Wash., and Grays Harbor Lines, Inc., Aberdeen, Wash, 

MC F-2111. Robert A. Watt and William H. Watt, Central Falls, 
R. I., asks authority to purchase rights under MC 101721, Sub. 1 of 
Lester Immerman, dba B. & I. Transportation Co., Paterson, N. J. 

MC F-2112. Virginia Stage Lines, Inc., Charlottesville, Va., asks 
authority to purchase operating rights under MC 103185 of Ben H. 
Mays, dba Mt. Airy-Stuart Bus Line, Stuart, Va. 

MC F-2113. George H. Mickow, dba Hammond Motor Express, 
Hammond, Ind., asks authority to purchase for $8,000 operating rights 
between Chicago, IIl., and Detroit, Mich., under MC 59762, of Maurice 
Klein, receiver in bankruptcy for Advance Transportation Co. of Indi- 
ana, Inc., Chicago, Ill., and temporarily to operate under lease. 

MC F-2114. Smoky Mountain Stages, Inc., dba Smoky Mountain 
Trailways, Asheville, N. C., asks authority to purchase rights, prop- 
erties, etc., of Clarence L. Davis, dba Appalachian Trail Bus Line, 
Hayesville, N. C., and temporarily to operate under lease. 

MC F-2115. Arthur A. Fogarty, Springfield, Mass., asks authority 
to lease for one year from March 1 operating rights of Huck’s Trans- 
fer, Inc., Springfield, Mass. 

MC ¥-2116. Missouri-Kansas & Oklahoma Coach Lines and South- 
western Greyhound Lines, Inc., jointly ask approval of a contract be 
tween them, dated Sept. 1, 1942, providing for coordination of their 
respective services between St. Louis, Mo., and Oklahoma City, Okla., 
in order to provide for improved service, maximum utilization of 
equipment and elimination of wasteful parallel schedules. Applicants 
stated that they were advised and believed that the transaction was 
not one prohibited by the act or requiring approval thereunder; that 
the application was filed as a precautionary measure in the event that 
the Commission should hold otherwise. The agreement between the 
parties also calls for approval of the plan by the O. D. T. and state 
regulatory bodies having jurisdiction. 

MC F-2117. Arrowhead Freight Lines, Ltd., Los Angeles, Calif, 
asks authority to purchase rights and properties of J. A. Griffin, dba 
J. A. Griffin, Las Vegas, Nev., and temporarily to operate under lease. 

MC F-2118. W. G. Burgess, dba Reliable Motor Freight Line, 
Tulsa, Okla., asks authority to purchase Fine Motor Freight Lines, 
Inc., Tulsa, Okla. 

MC F-2119. Georgia Stages, Inc., Albany, Ga., asks authority to 
purchase passenger motor bus service and equipment of St. Andrews 
Bay Transportation Co., Dothan, Ala. 


BUTADIENE, KOBUTA, PA., TO SOUTH 


Stating that a new plant for the production of butadiene, 
used in the manufacture of synthetic rubber, recently had been 
completed at Kobuta, Pa., and that present rates on that com- 
modity from Kobuta to destinations in southern territory were 
too high to move the traffic, Agent W. S. Curlett, for carriers 
parties to his tariff I. C. C. No. A-712, has filed fourth section 
application No. 20231 with the Commission for relief from the 
long-and-short-haul part of the fourth section to establish rates 
on butadiene from Kobuta to the south as applicable from 
Pittsburgh, Pa. The proposed adjustment is to include Kobuta 
in the Pittsburgh group carrying rates the same as norma] rates 
concurrently in effect on liquefied petroleum gas. The applica 
tion stated that the carriers had published rates on the pro 
posed basis to become effective March 23, “subject to the 
obtainment of fourth section relief.” 
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Proposed Reports in I. C. C. Cases 
‘PPlica- 
7 Railroad, Water, and Motor Transport 
ication, 
respect 
th use 
; sek +4 5 section 4 of the act. In prior reports, 226 I. C. C. 298, and 
C 66746 Multiple Pick-Ups and Deliveries 229 I. C. C. 199, the Cuanniesion iatinvinnd the establishment 
Bro Examiner L. J. Kassel, in a proposed report in MC C-319, of rates on a 60,000-pound minimum. 
- Detroit Board of Commerce vs. Advance Transportation Co. _— 
ft April of Illinois et al., has recommended finding not unreasonable . 
‘rom or or otherwise unlawful the failure of defendant motor carriers No. 28844, Arkansas City Flour Mills Co. et al. vs. Alton 
port of to provide split pick-ups and deliveries at origins and des- & Southern Railroad, et al. By Examiner Harold M. Brown. 
1 or to tinations on truckload shipments between Detroit, Mich., on Recommends finding that the applicable rate factor on flour 
n or to the one hand, and other points in central territory, on the from Kansas City to Cincinnati proper originating at points 
other, and that the complaint be dismissed (see Traffic World, beyond Kansas City was 25.5 cents on such shipments prior 
Jan. 16, p. 124). to March 28, 1938, and 27 cents thereafter, and that the same 
Referring to the Commission’s decision in Stopping in interpretation should be applied to the corresponding rate fac- 
sks au- Transit at Pittsburgh, Pa., 34 M. C. C. 653, in which the Com- tors applicable to other destinations in Indiana, Kentucky and 
Detroit, mission said that the words “point or points” as used in the Ohio. Complaint recommended dismisssed. 
points, po tpnada< rule meant one of the points to which = Gele 
rates were published as an entirety rather than places within ‘ 
e “ such points, the examiner said he concluded that the rule No. 28759, Alabama By-Products Corporation, et al. vs. 
"sae which was in dispute, governing the stopping of truckload Ahnapee & Western Railway Co. et al. By Examiner Alfred 
e dated , “Nigga Ait ae , G. Hagerty. Recommends finding rates on coke, in carloads, 
nee a ents th SRE, St BON OF pes Evetmemate be- from Tarrant and Holt, Ala., and from Chattanooga and and 
ye — the onig Sak Cectinetion polite O68 not inchele spit Coalmont, Tenn., to destinations in the Illinois Freight Asso- 
he = pCk-UpS OF er en ees oe Se © rinciple that maeee ciation district of official territory, and defined parts of the 
sits ea, a er tee Ga chee ae western trunk-line district of western territory, unreasonable 
Harbor og aa FO adi arcs which the respondent would 4 unduly prejudicial, to the extent that, without disturbing 
y'Lines, | perform does not appear to be unlawful, provided such serv- the present origin groupings, they exceed in tevel and distance 
, Wash. ice is clearly and adequately authorized by tariff provision,” 9 Aa easton ‘ , PP 
al Falls, and drew the distinction that “split pick-ups and deliveries are ‘'° “e Teport. Restee Oh 
ab. 1 of separate services rather than stopping-in-transit services.” ar cae 
1, N. J, The original complaint said that the hearing in MC C-319, No. 28883, Teegardin Live Stock Co. vs. Pan Handle & 
a — and in I. and S. M-1871, Split Pick-Up and Delivery Rule in Santa Fe Railway Co. et al. By Examiner Leland F. James. 
: Central Territory, were heard on the same date at Cleveland, Recommends finding that charges collected on feeder sheep, in 
Express, O., despite the agreement of all parties that the complaint  single-deck carloads, from Sonora, Tex., to South Charleston, 
g rights should be heard first. A proposed report by Examiner Her- Ohio, there stopped in transit, and reshipped as fattened sheep, 
Maurice bert P. Haley recommended finding the split pick-up and de- in double-decked carloads, to New York, N. Y., applicable and 
of Indi- livery rule, item 240, in MF-I. C. C. No. 8, Detroit-Pittsburgh not shown to have been unreasonable. Complaint dismissed. 
ise, Motor Freight, Inc., in connection with rates on articles of ——————— 
Mountain iron and steel manufacture, from points in Michigan, Ohio, WATER PROPOSED REPORT 
SS Pennsylvania, and West Virginia, to points in Illinois, Indiana, W-609, Seaboard-Great Lakes Corporation Common Car- 
Kentucky, Michigan, New York, Ohio, Pennsylvania, and West rier Application. Applications denied, as to continuance of op- 
uthority fF Virginia, unlawful. The report proposed cancellation of the eration under the “grandfather” clause, and as to public con- 
s Trans- item without prejudice to publication of a new split pick-up venience and necessity, on the ground that traffic moved by 
and delivery rule more definitely stating the conditions under carriers to whom applicant chartered its equipment. Applica- 
~dirgod ae service would be available (see Traffic World, Jan. tions — for authority —— —— Lome eg ng 
: las : _ , tween Atlantic.coast ports, East Port, Me., and Norfolk, Va.; 
hgh The Commission, by an order in I. and S. M-1871, has from points within the New York harbor limits to points on 
ation of ruled that the taking effect of the recommended order be the New York State Barge Canal and to ports on the Great 
pplicants stayed pending the further order of the Commission. Lakes. 
tion was ——— 
ol a C. OF N. J. TRACKAGE RIGHTS 
— = In Finance No. 14079, Central Railroad of New Jersey 
ween wate | Trustee Trackage Rights Examiner Jerome K. Lyle has recom- Motor Proposed Rep orts 
mended that division 4 find that the acquisition by Shelton (Recommended orders in proposed motor reports, at expiration 
s, Calif, Pitney and Walter P. Gardner, trustees of the Central Rail- of £0 days from date of service of reports (unless otherwise stated), 
‘iffin, dba road Co. of New Jersey, of trackage rights over 800 feet of beceme effective unless exceptions have been filed within the 20-day 
der lease. the Lehigh and New England Railroad Co., and over 3,600 ag Sd — cd gece a, + -s oer agg Soe 
zht Line, feet of the line of the Reading Co., in the vicinity of Catasauqua, a as a caer Ga anes Saas i dheiie = “ylack face” : ° 
ht Lines, Pa., on the terms and conditions proposed ($2 for each loaded with name = town or city following.) — 
hority to car handled over such trackage, and $1 for each empty car 
Andrews handled in excess of the loaded cars in any one month) would South Carolina (Sumter)—-MC 84404, Sub. 13, P. A. Kelly 
not be consistent with the public interest. The report recom- Jr., and B. D. Kelly, extension Certificate proposed Excelsior 
mended that the finding be without prejudice to filing of an or macerated or shredded paper packing pads ination of 
rae mg to the application revising the charges proposed so mats, Hillside, N. J., to Sumter, S. C. F , 
at they would be more nearly in conformity with the views Kansas (Bennington) MC 957. Sub. 3. Don Ross. exten- 
utadiene, . the Commission as indicated in New York Central Railroad gion. Certificate proposed, on further proceedings. Commodi- 
or om ©. Operation, 244 I. C. C. 550. — ————, and within omg oe | = a —— pres- 
ently holds authority, serving Nort ansas City, Mo., as an 
ory were P off-route point; also oils and greases, in containers, moving 
carriers r oposed Reports physically in interstate commerce as part of a valid contin- 
h — \ icl uous movement from Kansas City, Kan., in connection with ap- 
from os Iron and Steel Articles plicant’s authority to transport general commodities from Kan- 
lish om Fourth section application No. 15151, Iron and Steel to sas City, Mo., to Bennington and Salina, Kan., as described in 
lk buta €xas Ports, embracing F.S.A. No. 19274. By Examiner Rob- certificate MC 957, Sub. 2. 
fae tes i L. Feuerstein. Recommends denial of authority to estab- Kansas (Baldwin)—MC 50039, Sub. 1, Pearl West Jones, 
mal Tice ish and maintain rates on iron and steel articles, in car- extension. Certificate proposed, on further proceedings. Com- 
» app: loads, minimum 36,000 pounds, from Minnequa, Colo., St. Louis modities, over routes and within territory for which applicant 
Ae and Kansas City, Mo., and Sand Springs, Okla., to Texas presently holds authority, serving North Kansas City, Mo., as 


— Lake Charles, La., and interior points in contiguous ter- 


tory without observing the long-and-short-haul provision of 


an off-route point; also oils and greases, in containers, when 
moving physically in interstate commerce as a part of a valid 
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continuous interstate movement from Kansas City, Kan., in 
connection with applicant’s authority to transport general com- 
modities from Kansas City, Mo., to Baldwin, Kan., serving all 
intermediate and off-route points within 8 miles of Baldwin, 
as described in certificate MC 50039. 

iNlinois (Chicago)—-MC 101990, Ralph Di Donato, common 
carrier. Denial for want of prosecution proposed. General 
commodities between points within the corporate limits of 
Chicago. 

Kansas (Concordia)—-MC 991, Sub. 3, John W. Hoag, dba 
Hoag’s Truck Service, extension. Certificate proposed. Cream, 
in containers, from Concordia, Kan., to Falls City, Neb., and 
metal containers used in such operation in the return direction. 

Pennsylvania (Philadelphia)—-MC 19201, Sub. 11, Penn- 
sylvania Truck Lines, Inc., extension. Certificate proposed, 
subject to conditions. General commodities, with exceptions, 
between Beaver Falls, Pa., on the one hand, Homewood Junc- 
tion, New Galilee, and Enon, Pa., East Palestine, New Water- 
ford, Columbiana and Leetonia, O., on the other. The service 
is to be performed under contractual arrangements with the 
Pennsylvania Railroad Co., and, according to the conditions im- 
posed, is to be limited to that which is auxiliary to, or supple- 
mental of, rail service of the Pennsylvania. 

New York (Binghamton)—MC 52753, Sub. 3, Isaac Ber- 
man, extension. Certificate recommended. General commodi- 
ties, with exceptions, between New Lebanon, N. Y., and East 
Lee, Mass. 


Montana (Billings)—-MC 1881, Sub. 7, Jack Partington and 
Harry Partington, extension. Permit proposed. Crude oil, Elk 
Basin, Wyo., and points within 8 miles thereof to Billings, 
Mont., and points within one mile thereof. 


Wisconsin (Milwaukee)—-MC 7986, Albert S. Bartzen, con- 
tract carrier. Certificate proposed on finding applicant’s opera- 
tion to be those of a common carrier. Continuance of operation, 
general commodities, with exceptions, between Chicago, IIl., 
and points in Wis. 

Missouri (Kansas City)—-MC 100518, Sub. 1, R. C. Mc- 
Carty, extension. Permit proposed. Dressed poultry and eggs, 
under individual contracts, from Monroe City, Laclede, Chilli- 
cothe and St. Louis, Mo., to eastern destinations, over irregular 
routes. 

Minnesota (St. Paul)—MC 76266, Sub. 34, Merchants 
Motor Freight, Inc., extension. Certificate denied. General 
commodities, from a point near Sturgeon, Mo., to a point near 
New Florance, Mo., over a specified route, serving no interme- 
diate points, as an alternate route. 


Michigan (Detroit)—-MC 61741, Sub. 6, Great Lakes Grey- 
hound Lines, extension. Certificate granted. Passengers and 
their baggage, express, newspapers, and mail, in the same ve- 
hicle with passengers, between Port Huron and Port Austin, 
Mich., over U. S. highway 25, serving all intermediate points. 

Nevada (Reno)—MC 11140, Sub. 4, August and Mable 
Manke, extension. Certificate denied. Specified commodities, 
between points in Calif. and Nev., over irregular routes. 

New York (New York)—MC 42364, Sub. 1, Marvel Moving 
Corporation, extension. Certificate proposed. Household goods, 
between New York, N. Y., on the one hand, and, on the other, 
all points in R. I., over irregular routes through Conn. 

New York (Peekskill)—-MC 50081, Sub. 1, Clarence W. 
Banker, extension. Certificate proposed. Household goods, 
between Peekskill, N. Y., on the one hand, and, on the other, 
all points in Conn. and N. J., within 100 miles of Peekskill, 
over irregular routes. 

Pennsylvania (Williamsport)—MC 80479, Sub. 2, Cath- 
arine G. Sullivan, extension. Certificate proposed. Packing 
house products, poultry, frozen fish, and groceries between Buf- 
falo, N. Y., and Williamsport, Pa., over irregular routes. 

South Dakota (Aberdeen)—MC 82815, Sub. 21, R-B Freight 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, to and from Browns Valley, Minn., as an 
intermediate point in connection with presently authorized op- 
erations restricted to traffic moving to or from points west of 
Minneapolis-St. Paul, Minn. 

West Virginia (Mt. Gay)—MC 104024, C. L. DeHaven, 
common carrier. Certificate proposed. Household goods, from 
points in Logan county, W. Va., on the one hand, to points 
in Ind., Ky., O., N. C. and Va., on the other hand, and in the 
reverse direction, from points in such states to points in W. Va., 
over irregular routes. 


PETITIONS FOR REHEARING, ETC. 


No. 28498, Ethyl Gasoline Corporation vs. Can. Nat. et al. De- 
fendants and interveners ask reconsideration by entire Commission of 
decision of division 3 dated December 10, 1942. 

W-313, Coal City Towing Co., contract carrier application. Union 
Barge Line Corporation asks leave to intervene, reopening, hearing, 
and modification of report and order. In a separate petition, Mississippi 
Valley Barge Line Co. and Campbell Transportation Co. ask hearing, 
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leave to intervene, vacation pendente lite of findings and order ang 
such revised findings as Commission may consider proper under law 
in light of evidence adduced. 

W-364, Charles Zubik, common carrier application. Mississippi 
Valley Barge Line Co. and Campbell Transportation Co. ask hearing, 
leave to intervene, vacation pendente lite of findings and order ang 
such revised findings as Commission may consider proper under law 
in light of evidence adduced. 

No. 28705, Buchman Manufacturing Co. vs. P. R. R. Complainant 
asks reopening and reconsideration. 

MC F-1423, Gallagher Transfer and Storage Co., purchase, Buck- 
ingham Tra) sportation Co. of Colorado, Inc., and Fast Freight Lines, 
Ine. Gallagher Transfer and Storage Co. asks approval of modified 
terms of agreement. 

W-677, application of Valley Barge Line. River Terminals Corpora- 
tion asks leave to intervene, reconsideration, and hearing or ora) argy- 
ment. 


MOTOR FINANCE CASES 

MC F-2093, Lombard Bros., Inc., purchase—C. A. Roberts. Appli- 
cation for authority under section 210a(b) of Lombard Bros., Inc., of 
Waterbury, Conn., for temporary operation of a portion of the motor- 
carrier rights and properties of C. A. Roberts, doing business as C. A, 
Roberts Trausportation Co., of Winsted, Conn., granted, with condition, 

MC F-2066, Cotant Truck Lines, Inc., purchase—The Jones (Co, 
Application for authority under section 210a(b) of Cotant Truck Lines, 
Inc., of Pocatello, Ida., for temporary operation of motor-carrier 
rights of The Jones Co., of Winnemucca, Nev., granted, with condition, 

MC F-1649, Hoover Motor Express Company, Inc., purchase—Roy 
Dickerson and C. C. Russell. Purchase by Hoover Motor Express 
Company, Inc., of Nashville, Tenn., of certain operating rights and 
property of Roy Dickerson and C. C. Russell, a partnership, of Chatta- 
nooga, Tenn., doing business as Central Motor Express Company, 
approved and authorized, subject to condition. 

MC F-2073, Pacific Motor Trucking Company, purchase—Valley 
Motor Lines, Inc. Application for authority under section 210a(b) of 
Pacific Motor Trucking Company of San Francisco, Calif., for tem- 
porary operation of a portion of the motor-carrier rights of Valley 
Motor Lines, Inc., of Fresno, Calif., denied February 18, 1943. 

MC F-1090, McFarland & Stample Trucking Company, purchase— 
George H. Carpenter. On further hearing, findings in prior report. 
36 M. C. C. 459, dismissing the application for lack of jurisdiction, 
affirmed. 

MC F-2002, Calvert & Rogers, Inc., purchase—James P. Rogers. 
Purchase by Calvert & Rogers, Inc., of Washington, D. C., of the 
operating rights and property of James P. Rogers, doing business as 
Calvert & Rogers. also of Washington, and control of the former by 
Clyde E., Harry G., and John W. Slocombe, also of ‘Washington, 
through ownership of capital stock, approved and authorized, subject 
to conditions. 

MC F-2030, Interstate Motor Freight System, Inc., of Indiana, pur- 
chase—Wesson Company. Authority under section 210a(b) for Inter- 
state Motor Freight System, Inc., of Indiana, of Indianapolis, Ind., 
for temporary operation of motor-carrier rights of Wesson Company, 
also of Indianapolis, under No. MC 48645 (Sub. No. 9), granted, sub- 
ject to conditions. 

MC F-2054, C. B. Fischbach, purchase—Ben Wolf Truck Line, Inc. 
Purchase by C. B. Fischbach, doing business as Fischbach Trucking 
Company, of Akron, Ohio, of the operating rights of Ben Wolf Truck 
Line, Inc., of New Albany, ind., approved and authorized, subject to 
conditicn. 


OAKLAND TERMINAL RY. OPERATION 


Applications for authority to hold, in addition to positions 
held with other carriers, positions of officers and/or directors 
of the Oakland Terminal Railway, successor to the Oakland 
Terminal Railroad Co., newly organized by the Santa Fe and 
the reorganization trustees of the Western Pacific to conduct 
operations in California, have been filed by the following: 

Finance No. 14122, C. W. Dooling, of San Francisco, Calif. 
attorney for Western Pacific, for position as director; Finance 
No. 5728, Sub. 3, D. C. DeGraff, San Francisco, Calif., general 
auditor of Western Pacific, for position as auditor; Finance No. 
7133, Sub. 1, H. J. Sutherland, San Francisco, Calif., tax com- 
missioner of Western Pacific, for position as tax commissione!’ 
Finance No. 4507, Sub. 2, E. C. Bates, San Francisco, Calif, 
treasurer of Western Pacific, for position as treasurer; Finance 
No. 14123, Harriet P. Tyler, San Francisco, Calif., attorney for 
Western Pacific, for positions as principal attorney and secre- 
tary; and Finance No. 9128, Sub. 1, Harry A. Mitchell, San 
Francisco, Calif., president of Sacramento Northern and Tide- 
water Southern, for positions as director and president. 

Application for authority to purchase properties and track- 
age rights of the Oakland Terminal Railroad Co., recently was 
filed with the Commission by the Oakland Terminal Railway 
Co., in Finance No. 14115, concurrently with an application 0 
the Santa Fe and Western Pacific for approval of joint contrd 
of the new company through stock ownership (see Trafic 
World, Feb. 20, p. 416). 


REPARATION ORDERS 
Reparation orders have been issued in No. 28282, Oklahomé 
Horse and Mule Commission Co., et al. vs. A. T. & S. F., et al.; 
No. 28648, Morton Salt Co. vs. Alton, et al.; and No. 28685 (sup 
plemental), Marblehead Lime Co. vs. St. L.-S. F., et al. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
mn it have been suspended. Suspension orders contain many sched- 
ules not reprouuced here. Details of such orders are published in 
The Datly Traffic World and Bulletin and The Trafic Bulletin.) 


In I. and S. M-2204, the Commission has suspended from 
Feb. 20 until Sept. 20 the operation of certain schedules as pub- 
lished in supplement No. 19 to tariff MF-I. C. C. No. 4 of Agent 
Peter J. Decker, Cumberland, Mo. The suspended schedules 
propose to cancel any-quantity commodity rates on condensed 
milk and cream, and floor, and 10,000-pound rates on grain, 
from, to, or between Washington, D. C., and certain points in 
Maryland, Pennsylvania, Virginia, and West Virginia. 

In I. and S. M-2205, the Commission has suspended from 
Feb. 20 until Sept. 20 the operation of certain provisions of 
tariff MF-I. C. C. No. 20 of Rocky Mountain Motor Tariff Bu- 
reau, Inc., Agent, Denver, Colo. Affecting rates between Official 
Classification territory and points in Colorado and Wyoming, 
the suspended schedules propose to establish minimum weight 
restrictions for the account of Liberty Motor Freight Lines and 
minimum rate restrictions for Transamerican Freight Lines, 
Inc., and at certain points in both states to eliminate the service 
of the first-named carrier altogether. 

In I. and S. M-2206, the Commission has suspended from 
Feb. 22 until Sept. 22 the operation of certain schedules as pub- 
lished in supplement No. 9 to tariff MF-I. C. C. No. A-20 of 
A. R. Fowler, Agent, St. Paul, Minn. The suspended schedules 
propose to establish new classification exceptions ratings of 
class 50 on less-than-truckloads and class 35, minimum 20,000 
pounds, on iron and steel articles between Illinois, Iowa, Minne- 
sota and North Dakota for the account of Ralph Pierce. 

In I. and S. 5196, the Commission has suspended from Feb. 
23 until Sept. 23 the operation of certain schedules as published 
in supplements Nos. 107 and 31 to Agent J. R. Peel’s tariffs I. 
C. C. Nos. 3450 and 3491, respectively. The suspended sched- 
ules propose to increase and reduce the rates on magnesium 
metal, alloys and scrap, in carloads, from points in Texas and 
Lake Charles, La., to points in official classification, western 
— and southern territories (see Traffic World, Feb. 20, 
p. : 

In I. and S. 5197, the Commission has suspended from Feb. 
23 until Sept. 23 the operation of schedules as published in 
Mutual Distributing, Inc., tariff I. C. C. F. F. No. 2. The sus- 
pended schedules propose to revise the rates on various com- 
modities between points in the Chicago, IIl., district and vari- 
eus points in Minnesota and North Dakota, which would result 
in both increases and reductions. 

In I. and S. 5195, the Commission has suspended from Feb. 
23 until Sept. 23 the operation of certain schedules as published 
in supplements 52 and 53 to Agent R. H. Hoke’s tariff I. C. C. 
668. The suspended schedules propose to cancel certain class 
and commodity rates between eastern ports and southeastern 
noints on water-rail shipments moving in connection with the 
Eastern Steamship Lines, Inc. 

In I. and S. M-2207, the Commission has suspended from 
Feb. 24 until Sept. 24 the operation of certain schedules as 
published in supplements 120 and 123 to tariff MF-I. C. C. No. 
130 of Southern Motor Carriers’ Rate Conference, agent, At- 
lanta, Ga. On shipments from and to points in southern ter- 
r'tory the suspended schedules propose to establish new class 
= restrictions for account of Germann Bros. Transportation, 

ne. 

In I. and S. M-2208, the Commission has suspended from 
Feb. 25 until Sent. 25 the operation of the schedules published 
‘n supplement No. 4 to MP-I. C. C. No. 7 (issued October 18, 
1941) and supplement No. 3 to MP-I. C. C. No. 7 (issued Jan- 
vary 25, 1942) of New Haven & Shore Line Railway Co., Inc., 
New London, Conn. The suspended schedules propose to estab- 
lish additional fares of 2 cents a passenger, also an additional 
charge of 35 cents a chartered bus trip (in each direction), on 
hses operating over the new highway bridge spanning the 
Thames River between New London and Groton, Conn. 


GRAIN TO THE EAST 
The Kansas-Missouri River Mills and the Board of Trade 
of Kansas City, Mo., have petitioned the Commission, as inter- 
veners, for reopening, reargument and reconsideration of No. 
28090, Tex-O-Kan Flour Mills Co., et al., vs. Abilene & Southern 
ailway Co., et al.. and to set aside its report and order in that 
proceeding (see Traffic World, Jan. 23, p. 179). 


The Commission’s report and order raised the rates from 
Oklahoma and Texas base groups from 51 cents to 55 cents, the 
rates from origins from which domestic rates to Houston and 

alveston ranged from 36 to 46 cents were raised from 56 cents 
to 69 cents, and rates from all other points in the origin terri- 
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tory taking rates greater than 46 cents were raised to bear the 
same relation in cents for 100 pounds to the resulting rate from 
points taking 46 cents as existed in the rates assailed. 

The petition of the interveners said that the findings were 
erroneous because they were based on a mileage scale, known 
as the Revised Southwestern Scale, applicable for all-rail trans- 
portation between local points in southwestern territory. This, 
it said, was no proper standard for the determination of rates 
for joint rail-ocean transportation to destinations “far beyond 
the territory for which the scale was constructed.” There was 
no justification, it said, for departing from the plan of stating 
rates by combinations on the Gulf ports, and that the present 
combinations on the Gulf ports “are made up of depressed 
factors, which result in subnormal through rates.” 

The prescribed rate of 55 cents, the petition said, was from 
4.5 to 10.5 cents less than the all-rail rates on the same traffic 
from Kansas points to the same destinations and resulted in an 
unjustified advantage to the complainants. 


OKLAHOMA GRAIN TO TEXAS 


The Corporation Commission of Oklahoma has filed a peti- 
tion with the Commission asking it to deny all petitions or mo- 
tions filed in I. and S. No. 5068, Grain and Grain Products, 
Oklahoma to Texas, seeking to vacate or postpone the Com- 
mission’s order of Jan. 13, 1943, in which, it said, the Com- 
mission found proposed rates on grain from the Oklahoma pan- 
handle region to Texas not unreasonable or otherwise unlawful 
(see Traffic World, Feb. 13, p. 362), which reversed in part 
the findings of division 3 in the prior report. 

Answering the allegation of the rail protestants that the 
matter was moot after the Missouri-Kansas-Texas system had 
accepted and fully complied with the Commission’s order re- 
quiring cancelation of the proposed schedules, the Oklahoma 
commission said that it had filed its motion for rehearing in 
accordance with the provisions of paragraph 8, Section 17, 
of Part I of the act and that the moment that motion was filed 
within the time specified, “we stayed the order of the divi- 
sion. .. The matter was not moot because the decision or opin- 
ion of division 3 had been stayed,” and that it had the same 
status in law, pending the final decision of the Commission, as 
though it had never been issued. 


~ tJ e . * 
Upper Mississippi Rights , 

Contending for authority to operate on regular and irreg- 
ular routes on the Mississippi and Ohio Rivers, and their trib- 
utaries, and from Houston, Tex., to Corpus Christi, Tex., on the 
Intracoastal Canal, in order that its equipment will not stand 
idle in the five months when operations on the Upper Missis- 
sippi are impossible because of ice, the Upper Mississippi Tow- 
ing Corporation points out, in a brief filed with the Commission, 
that Congress authorized river development “at a cost of 
$175,000,000, with full knowledge that five months of the year 
the upper river could not be used.” ‘The result of restricting 
its operation north of Cairo, Ill., the brief said, which operating 
authority was conceded by the protestants, would be to im- 
pose high rates on the public of the northwest “solely for the 
sake of protecting a limited few existing carriers operating 
exclusively on the Ohio and lower Mississippi Rivers, and who 
desire to ‘bottle up’ those territories for themselves. The in- 
terests of the northwest public far transcend the selfish in- 
terests of these two or three companies to the south. 

The foregoing statements were made in the brief filed by 
the applicant in W-764, Upper Mississippi Towing Corporation 
Common Carrier Application, in which it asked “grandfather” 
rights, or, in the alternative, a certificate of public convenience 
and necessity, as to commodities generally. In that portion 
of the brief dealing with the applicant’s right to a certificate 
of public convenience and necessity, it said that there were no 
water carriers with headquarters in the northwest excepting 
applicant. The Federal Barge Line, it said, conducted a type 
of service into the Twin Cities, but its headquarters were in 
St. Louis, that Central Barge Line operated into the territory 
to a “very limited extent,’”’ and that American Barge Line had 
not entered the territory for five or six years. The Federal 
Barge Line, it said, was a government-owned corporation in- 
tended by Congress to demonstrate the feasibility of river 
transportation until such time as private capital should enter 
therein. It entered no objection to the proceedings, said the 
brief, “‘as indeed it ought not to. Applicant, a privately-owned 
common carrier, is attempting to do the very thing this Con- 
gress intended that Federal should demonstrate. .. A greater 
objection to Federal lies in the artificial rates it must adhere 
to. It must, according to witness Townsend, adhere to 80 per 
cent of the all-rail rate. Witness after witness pointed out 
that these rates were too high for the commodities to be 
moved. . . As a matter of theory in rate-making, and as a 
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matter of practical fact, the 80 per cent basis. is plain nonsense. 
The public is denied the rate advantages accruing from an 
independent consideration of its costs. Applicant will be bound 
by no such artificiality.” 

Touching on the contention of protestants that applicant 
be permitted to serve between the Twin Cities and Cairo only, 
the brief said that a 200-ton shipment originating in Minneap- 
olis and destined for Houston would have to be loaded at that 
point, unloaded at Cairo, loaded on the barge of the Mississippi 
Valley Barge Line, unloaded at New Orleans and loaded on the 
barge of Coyle Lines for transportation to Houston. This, it 
said, was not “transportation sense,” and added that less-than- 
barge-lot movements “are the real future in water carrier serv- 
ice to the public.” Applicant wanted, it said, to render a bet- 
ter, one-line through service, and that the record showed the 
requisite future need for such service. 

As to “grandfather” rights, the brief said that, at the hear- 
ing, the protestants indicated that their principal contentions 
were concerned with the bona fide operations on the statutory 
date, and with the fact that applicant should not be entitled 
to carry commodities generally. As to commodities, the brief 
said that the “grandfather” clause imposed no requirements, 
and that the intent of Congress that “if applicant establishes 
himself as a common carrier of one or more commodities, a 
certificate should issue to him, authorizing the transportation 
of all commodities.” 

As to bona fide operations, the brief said that the cited 
decisions manifested a clear departure by the Commission from 
the interpretation given the term in motor carrier cases, and 
that adherence by the Commission to rail or motor carrier con- 
cepts of regulatory law, when applied to water carrier cases, 
would not promote the national transportation policy. The 
cited Commission decisions, it said, revealed a strong tendency 
to determine the question of routes, territory and commodities 
on the broad considerations of the nature of the applicant’s 
business on the “grandfather” date, with much emphasis on 
the carrier’s “holding out.” The decisions, it said, sustained 
the position that the determination of authority to serve be- 
tween certain ports did not depend on physical service to or 
from such ports. 

Opposition had been indicated, the brief said, on the addi- 
tional ground that the transportation prior to the statutory 
date of certain commodities which were now exempt from 
regulation should be taken into consideration and that if the 
evidence showed that the commodities transported prior to 
the statutory date were now exempt, or that the commodities 
transported could be handled in an exempt tow, a certificate 
should be denied. In answer to this position, the brief quoted 
from W-385, Russell Bros. Towing Co., Inc., Common Carrier 
Application, decided Aug. 12, 1942, as follows: ‘In determin- 
‘ne a carrier’s status and the scope of its operations during the 
‘grandfather’ period its entire operation should be considered, 
and not merely that part which the Congress has seen fit to 
make subject to regulation. To find that ‘grandfather rights’ 
mav be granted only to the extent that a showing is made as 
to performance of regulated transportation requires the read- 
ing into the law of language which. in fact, is not there.” 

The protestants in the proceedings were River Terminals 


Corporation, Mississippi Valley Barge Line Co., and Coyle 
Lines. 


POTASH, WEST TO EAST 


“Regardless of whether the Commission conducts an in- 
vestigation as to the rates on potash or not, the record as made 
in the instant proceedings definitely and conclusively proves 
that the rates on muriate of notash and manure salts and other 
grades of notash from Carlsbad and Loving are not unreason- 
able or otherwise unlawful.” say the defendants in a brief in 
No. 28820. Potash Co. of America vs. Aberdeen & Rockfish 
Railroad Co., and cases joined therewith. They ask that the 
Commission so find. The investigation referred to is in con- 
nection with rates on potash from western producing origins 
to destinations east of the Rockv Mountains (see Traffic World, 
Feb. 13. p. 373, and Feb. 20. p. 414). 

Briefs have also been filed on behalf of the United States 
Potash Co., in No. 28820, on behalf of Armour & Co.. and 
Swift & Co.. in No. 28820. Sub. 1. No. 28868 and No. 28839. and 
on behalf of the complainants in No. 28839. Armour and Swift 
said the class rate structure indicated that rates should be 
lower from Carlsbad than from Wendover and asked that the 
rates based on 10 per cent of first class be prescribed for the 
future, and that reparation on that basis be awarded both 
companies at least from June 20. 1941, until the effective date 
of the reasonable rates to be vrescribed by the Commission. 

The United States Potash Co. said the Carlsbad rates were 
unreasonable and prejudicial compared with corresponding 
rates from Wendover. and that to most of the destinations 
involved, Carlsbad had a substantial geographical advantage. 
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Complainants in No. 28839 said the rates charged on shipments 
of potash from Carlsbad to the destinations covered by the 
complaint should be found excessive, unreasonable and unduly 
prejudicial to the extent they exceeded rates to certain Indiana 
Ohio, Kentucky, and Michigan points, as proposed in the brief 


Monon Reorganization 


The Railroad Credit Corporation has filed exceptions to 
the recommended report in Finance No. 10294, Chicago, Indi- 
anapolis & Louisville Railway Co. Reorganization, asking that 
the report be amended in so far as it recommended relinquish- 
ment, by R. C. C., of “outside,” or non-system collateral, and 
payment for such collateral by the issuance of 1,000 shares 
of the new class B common stock to R. C. C. (see Traffic World, 
Dec. 26, p. 1505). The credit corporation asked that the report 
be amended to provide an election by it either to receive the 
1,000 shares of class B common stock, or to retain the miscel- 
laneous collateral outright as part payment of its claim. In 
this way, the R. C. C. said, it would be free to negotiate for 
the sale of the collateral with the Monon, the reorganized 
company, “or any other source where a reasonable cash con- 
sideration might be obtained should it decide to exercise the 
option under No. 2.” 

The R. C. C. said that such non-system, or “outside” 
securities were not required to be surrendered in order to 
formulate a plan of reorganization under section 77. 

_A brief has also been filed by the Chase National Bank 
taking exception to the treatment accorded it in the proposed 
report, as holder of a demand note, the principal amount of 
which, it said, was $741,399.79, and as holders, as security for 
the note, of $2,255,000 of the Monon’s First and General Mort- 
gage 6 per cent bonds, series B, and of $233,000 First and 
General Mortgage 5 per cent bonds, series A. The bank asked 
that, in other respects, the proposed plan be clarified. 

Walter E. Meyer, intervener, has petitioned the Commis- 
sion for a rehearing “in order fairly and adequately to con- 
pensate him for services rendered herein and expense in- 
curred,” and has asked that the Commission defer passing on 
the matter of his claim for compensation and reimbursement 
for expenses until the federal court for the eastern Missouri 
district has passed on his petition for allowance of compensa- 
tion of $150,000 for services rendered from Nov. 19, 1935, to 
July 31, 1942, and for reimbursement of disbursements of 
$33,111.22. The Commission by its order had allowed him 
$35,000 for services rendered and expenses incurred, he said, 
and asked that, on rehearing, the order be modified to give 
him the full amount for compensation and reimbursement of 
expenses for which he had asked, and that the amounts al- 
lowed for compensation and reimbursement be separately 
stated. 

Henry R. Hayes, Felix T. Rosen, and David Remer, as a 
committee representing holders of Monon first mortgage gold 
bonds due Jan. 1, 1945, have filed exceptions to the examiner's 
report in Finance No. 10294, in which they say that the examiner 
erred in according equal treatment in the allocation of new 
securities to holders of the first mortgage bonds and to holders 
of the refunding mortgage bonds. Holders of the first mortgage 
bonds, the petition said, were entitled to more favorable treat- 
ment than holders of the refunding mortgage bonds. 


A statement has been filed with the Commission in Finance 
No. 10294 by Guaranty Trust Co. of New York, as trustee 
of the Monon first mortgage and of the Monon’s first and general 
mortgage. The statement said that, while Guaranty had not 
had an opportunity to examine all the exceptions and support- 
ing briefs filed in the proceedings by holders of first and general 
mortgage bonds, “it seems evident that their respective posl- 
tions as to the total capitalization which the reorganized com- 
pany should have and as to the treatment which they should 
receive in the plan of organization are being fully presented 
to the Commission.” 

In addition, the statement said, Guaranty took exception 
to the examiner’s opinion that the first and general mortgage 
lien on the $66,685 cash received from the sale of the Chicag0 
& Wabash Valley Railroad was lost when the proceeds were 
used for the payment of taxes on the Monon’s property. 


EXPRESS AGENCY DIRECTORSHIP 


To fill for the unexpired term the vacancy caused by the 
resignation of George D. Brooke, R. E. Woodruff, of Cleveland, 
O., president and director of the Erie Railroad Co., has asked 
the Commission, in Finance No. 14126, for an order authorizing 
him to serve as director of the Railway Express Agency, Inc., 
in addition to positions he has been heretofore authorized 1 
hold. 
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Anthracite Rate Adjustment 


Exceptions to the proposed report of Examiner F. L. Sharp 
in No. 27766, Alden Coal Co. et al. vs. Central Railroad Co. of 
New Jersey et al., opposing the recommended reductions in 
rates on anthracite coal from the Wyoming, Lehigh and Schuly- 
kill regions in Pennsylvania to tidewater piers in New Jersey, 
have been filed with the Commission by the defendant railroads, 
by seven intervening railroads, by the Eastern Bituminous Coal 
Association as an intervener, and by a group of interveners 
composed of Eastern Gas & Fuel Associates, Connecticut Coke 
Co., Koppers Co. Brooklyn and Seaboard divisions, Providence 
Gas Co., Consolidated Edison Co., and Coke Producers. 

The proposed report recommended that the Commission find 
that for the future rates of $2.10.a long ton on prepared sizes 
and $1.98 a long ton on pea and smaller sizes to the Upper Piers 
for transshipment, and rates of $2.05 a long ton on prepared 
sizes and $1.93 a long ton on pea and smaller sizes to the Lower 
Piers for transshipment, would be maximum reasonable rates. 

To them, said the defendant anthracite railroads, this was 
one of the most important cases ever to come before the Com- 
mission, because, for nine of them, anthracite represented 38 
per cent of their freight traffic and 29 per cent of their total 
freight revenues. If the report was adopted by the Commission, 
they said, it would cut 46 cents a gross ton off of what they 
termed the key rates. On tidewater anthracite alone this would 
inflict an annual net loss in revenue of more than $4,000,000. 
Since, they said, substantially all anthracite rates were based 
on these rates, the collateral loss on other anthracite rates might 
well exceed $3,000,000 a year. Approximately eight and one- 
half million gross tons of anthracite moved to tidewater under 
these key rates, they said, and approximately six and one-half 
million tons moved under other rates directly affected by the 
tidewater rates. 

The defendant railroads, the bituminous association, and 
the group of interveners headed by Eastern Gas & Fuel Asso- 
ciates, uniformly objected to the report on the ground that the 
examiner was almost entirely influenced and controlled in his 
recommendations by the cost of service evidence and failed to 
give any weight “to his own findings in respect of commercial 
conditions, competitive elements, and revenue factors,” as one 
of the briefs said. In addition to this, the bituminous association 
brief pointed out that, because the Commission’s Bureau of 
Transport Economics and Statistics had given the complainants 
assistance in the compilation of evidence on costs of service, 
which, it said, would naturally incline the examiner to accord 
great weight to that evidence, it would be almost impossible 
for competitors to meet this evidence unless the Commission 
made similar studies of the cost of transporting bituminous 
coal. The defendant railroads said that serious errors were 
made in the Bureau’s revision of complainant’s cost estimates 
with respect to the computation of “the important item of re- 
turn on value.” The Bureau’s estimates were, it said, substan- 
tially understated “because of their entire omission of any 
allowances for deficits incurred on passenger, raw-coal, L. C. L. 
and other traffic which, under. the decided cases, are necessary 
elements of any cost estimate.” 


The brief of the Eastern Bituminous Coal Association said 
that the members of the group, “their minimum prices fixed by 
the government,” would be utterly unable to meet the new and 
severe competition which the examiner’s recommendations 
would “surely saddle upon them. Freight rate reductions of 46 
cents a ton upon such a commodity as anthracite can ‘break’ a 
competitor.” 

The intervening railroads, the Boston & Albany, Boston & 
Maine, New Haven, New York Central, Maine Central, Central 
Vermont, Canadian National and Rutland, said that while the 
fact of their intervention was noted by the examiner, there was 
no further reference to their interest in the subject or the sub- 
stantial reduction in their revenues which would inevitably re- 
sult from reductions in the rates under attack. Such reductions, 
they said, would cause either a serious loss of tonnage to them, 
or a reduction in most of their all-rail rates on anthracite by 
substantially the same amount as the reductions to New York 
tidewater. They pointed out also that there would be an adverse 
effect in that a substantial amount of anthracite would move 
to New York harbor, as it does now, and thence by water, and 
to this traffic the proposed reduced rates to tidewater would 
apply. For three of the roads alone, the brief said, a reduction 
of 46 cents a ton in the rates to New York tidewater, if that 
reduction forced a corresponding reduction in the all-rail rates 
of these roads, there would result a reduction of about $1,750,- 

a year in revenue. 

The interest of the intervening group headed by Eastern 

as & Fuel Associates was indicated by their brief to be effect 
of the reduction proposed on anthracite rates on the cost of 
coke, and the consequent effect on competition between coke and 
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anthracite, the brief cited the rates paid to rail lines on bitu- 
minous coal to coke plants, and on coke from the coke plants 
to various points, compared with the rate on anthracite coal to 
the same destinations, and said that the examiner had made no 
mention of the present advantage to anthracite, by reason of 
increases in rates on bituminous coal since 1933. 





CELERY FROM FLORIDA 


Growers & Shippers League of Florida has petitioned the 
Commission to suspend certain items in supplement 34 to Agent 
R. H. Hoke’s Tariff 783, I. C. C. No. 682, effective Feb. 28. 
The petition said that by proposing to cancel column 925 rates 
“which are applicable to lower estimated weights than those 
to which column 920 rates are applicable, the carriers in effect 
increase the estimated weights on Florida celery to the desti- 
nation area here involved.” 

Substantially all of the movement, it said, was in three 
containers and that the effect of the carriers’ proposal would 
be to increase the estimated weight from 57 pounds to 68 
pounds, an increase of 19.3 per cent, and to increase the ap- 
plicable carload minimum from 17,500 to 20,000 pounds, with- 
out making any concurrent reduction in the going rates on 
celery. This, so far as celery from Florida to many of the des- 
tinations affected were concerned, said the petition, was al- 
most the identical proposal which the Commission ordered sus- 
pended and finally ordered canceled in I. and S. 4577, Esti- 
mated Weights on Fruits and Vegetables, 245 I. C. C. 479. The 
proposal to increase estimated weights on celery was not 
among those approved in I. and S. 4577, said the petition, and 
added that if thep roposed schedules were permitted to go into 


effect the additional charges on Florida celery would be about 
$15,000 a year. 


FREIGHT CHECKING RULE 


The Commission has discontinued I. and S. No. 5166, Check- 
ing Freight in Multiple Loading Services, an investigation into 
the operation of certain schedules published in supplements 
Nos. 16, 18 and 19 to Consolidated Freight Classification No. 
15, which proposed, for the duration of the war, the addition 
of a provision to Rule 33 of the classification that carriers would 
not check, tally, or assist in loading or unloading unless the 
tariff provided for loading or unloading of carload freight by 
the carrier. The schedules were suspended until July 1, 1943 
(see Traffic World, Dec. 5, 1343), and were canceled Jan. 7 
under special permission. The proposed revision of the rule 
was opposed by Crown Zellerbach Corporation, of San Fran- 
cisco, Calif., on the ground that it would deprive the shipper 
of the right to obtain clean bills of lading on multiple loaded 


cars which, it said, would result in discrimination against mul- 
tiple loaded cars. 


Erie Bond Sale 


The Commission should adopt a general rule requiring, in 
the sale of all railroad securities, competitive bidding such as 
is already required by it in the sale of railroad equipment trust 
certificates, and as is also commonly used in the sale of state, 
county and municipal securities, and such as has recently been 
adopted for the sale of all securities of public utility companies 
under the jurisdiction of the Securities and Exchange Commis- 
sion. 

The foregoing contention was advanced by two investment 
banking houses, Halsey, Stuart & Co., Inc., and Otis & Co., in 
a joint petition for leave to intervene in Finance No. 14106, 
involving an application of the Erie for authority to issue 
$14,000,000 of Erie first consolidated mortgage 3% per cent 
bonds, series D, which bonds, the Erie advised, had been sold 
to Morgan Stanley & Co. of New York under an arrangement 
which would yield the Erie 96 per cent and the price to the 
public to be 97.5 per cent (see Traffic World, Feb. 6, p. 306). 

By an order issued Feb. 22, the Commission, division 4, 
denied the petition of the two investment banking houses to 
intervene in the proceeding, assigned for hearing March 1, in 
Washington, but permitted the two houses to present evidence 
and examine and cross-examine witnesses at “any hearing or 
hearings held herein, provided that in so doing they may not 
hroaden the issues herein as presented by the application of 
the Erie and the petition in intervention of the Chesapeake & 
Ohio Railway Co.” Hearing on the application was requested 
by the C. & O. (see Traffic World, Feb. 20, p. 415). 

Halsey Stuart & Co., Inc., and Otis & Co., in their peti- 
tion, opposing grant of the application, said they were de- 
pvrived of an opportunity to bid competitively for the bonds. 
that their offer to bid was arbitrarily rejected, and declared 
that if applicant had not withheld from them a description of 
the. bonds and the assurance that an offer would have fair con- 
sideration, applicant would have had an opportunity to sell 
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the bonds on terms more favorable to the applicant than those 
which would be obtained by applicant as a result of the sale 
for which approval was sought. In part, the petition said: 


Petitioners allege that said agreement with an investment banker 
selected on an exclusive basis without exploration by the applicant 
carrier of reasonable possible alternatives was hurtful to the credit of 
the applicant carrier and to the interest of its stockholders, and also 
violative of the public interest, in that it unnecessarily adversely 
affects the applicant carrier’s financial position, constitutes a dissipa- 
tion of the applicant carrier’s earnings, and tends to promote un- 
wholesome financial business and political relationships between cer- 
tain investment bankers and the directors and officers of common car- 
riers. Such transactions are violative of the spirit and principles of 
the American system of free competitive enterprise. 


Halsey, Stuart & Co., Inc., and Otis & Co. later filed a pe- 
tition asking the Commission to review and modify the order 
of division 4 denying them leave to intervene in Finance No. 
14106, Erie bond proceeding, but granting the right to appear 
at the hearing for limited purposes. 

The petition said that petitioners understood that their 
petition of intervention was denied because division 4 held 
that the interest alleged by the petitioners in this proceeding 
was not an interest of the character required by Rule 72, in 
that petitioners were not stockholders or security holders of 
the applicant carrier. However, the petition said, the Com- 
mission had held that the public interest might be involved in 
the issuance of securities by carriers, and petitioners contended 
that their interest as potential competitive bidders justified 
their appearance in the proceeding as interveners, and that the 
— of division 4 should be modified so as to accord them that 
status. 

Petitioners contended that the section of their petition of 
intervention, proposing the adoption of a general rule requir- 
ing competitive bidding in the sale of all railroad securities, 
did not actually broaden the issues raised by the C. & O., in 
its intervention petition stating that the C. & O. “does not now 
advocate the adoption of a competitive bidding rule,” said the 
petition. However, conceding for argument that that section 
of the petition did broaden the issues, the petition added, it 
was not an unreasonable broadening, because the general ques- 
tion of desirability of a competitive bidding rule was directly 
related to the primary issue in the proceeding. Broadening 
of the scope of the hearing would be beneficial to the public 
interest and would not materially delay a prompt decision on 
the primary issue, but on the contrary would throw light on 
the merits of that issue, declared the petition. It asked that 
petitioners be permitted to proceed as interveners, or at least 
as amici curiae, within the scope of their petition. 


BOSTON TERMINAL REORGANIZATION 


A petition has been filed with the Commission in Finance 
No. 12625, Boston Terminal Co. Reorganization, by a group of 
individuals, asking authority to solicit authorizations to act for 
holders of the first mortgage gold bonds of the terminal com- 
pany, and to solicit the deposit of such bonds under a deposit 
aereement. According to a statement of one of the petitioners, 
the committee intended to call itself the Independent Bond- 
holders Committee of Boston Terminal Co., and that counsel 
were Frank & Gonnet, 39 Broadway, New York, N. Y., and 
Tyler & Reynolds, 1 Court St., Boston, Mass. 

The petitioners were Bernhard Benson, Frederic P. Rad- 
cliffe, Tracy R. Engle, and Pierre R. Bretey, all of New York, 
and Edward F. Swenson, of Palm Beach, Fla. 


SETTLEMENT OF MOTOR CHARGES 


The Commission has directed its Bureau of Motor Carriers 
to take “immediate” action toward enforcement of rules and 
regulations prescribed by the Commission pursuant to section 
223 of part II of the interstate commerce act governing the 
settlement of tariff rates and charges of common carriers of 
nroperty in interstate commerce by motor vehicle. effective 
Oct 1, 1937, because of the failure of many carriers to com 
therewith, according to a notice issued by Secretary Bartel. 
Where necessary, court proceedings would be instituted to ob- 
tain compliance by carriers, the notice said, adding: 


The rules and regulations above referred to authorize common 
carriers by motor vehicle to relinquish possession of freight in ad- 
vance of payment of tariff charges thereon, upon taking precautions 
deemed by them to be sufficient to assure payment of the tariff charges 
within the credit period specified, namely: for a period of 7 days. 
excluding Sundays and legal holidays other than Saturday half-holi- 
days to be computed from the first 12 o’clock midnight following the 
delivery of the freight when the freight bill covering the shipment is 
presented on or before the date of delivery, and from the first 12 
o'clock midnight following the presentation of the freight bill when 
the freight bill is not presented on or before the date of delivery. 
Common carriers by motor vehicle are required to present freight bills 
for all transportation charges within 7 calendar days from the first 
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12 o’clock midnight following delivery of the freight. When freight 
bills are presented by means of the United States mails the time of 
mailing is made the time of the presentation of the bills; the mailing 
of valid checks, drafts, or money orders in payment of freight charges 
within the credit period specified, constitutes collection of the tariff 
rates and charges within the credit period. Where a carrier has 
relinquished possession of freight and collected thé amount of tariff 
charges presented by it as the total amount of such charges, and 
another freight bill for additional freight charges is thereafter pre- 
sented, the carrier is authorized to extend credit in the amount of such 
additional charges for a period of 30 calendar days computed from 
the first 12 o’clock midnight following presentation of the subse- 
quently presented freight bill. 


CLOWSER TRUCK RATES PROTEST 


N. W. Hawkes, chairman, General Freight Committee of 
the Trunk Line Association has filed a protest with the Com- 
mission against the rates proposed in tariff MF I.C.C. No. 4 
of W. H. Clowser, Winchester, Va., effective March 8, con- 
tending that the proposed rates would be unduly low. Clowser, 
he said, sought to publish rates on various commodities be- 
tween points in Pennsylvania, Maryland, Virginia, West Vir- 
ginia and the District of Columbia. 

The carrier, he said, proposed to establish a very low mini- 
mum weight on truckloads, namely 10,000 pounds, and that the 
proposed rates for that minimum weight were lower in every 
instance but one than the rates of the Middle Atlantic States 
Motor Carrier Conference, Inc., for minimum weights of 20,000 
and 23,000 pounds. He said, also, that in practically every in- 
stance, the proposed rates were less than the rail carload rates 
with minimum weights ranging from 24,000 to 40,000 pounds 
and that in all instances they were substantially less than the 
rail less-carload rates. 

The earnings for a truck-mile, shown on an attached ex- 
hibit, based on all the proposed rates, would be 19.6 cents, said 
Mr. Hawkes, whereas the average operating costs for common 
carrier trucks in the middle Atlantic region for the third quar- 
ter of 1942, as taken from the Commission’s statement Q-800, 
were 35.2 cents a mile. There was, he said, too great a discrep- 
ancy between the proposed earnings for a truck-mile and the 
operating costs quoted to permit rates producing such low 
earnings to become effective. 


WROUGHT PIPE TO SOUTHWEST 


The Commission, in I. and S. No. 4815, Wrought Pipe to 
the Southwest, has denied a petition on behalf of all respondent 
carriers by railroad in official classification territory and cer- 
tain respondent carriers by railroad in the western district for 
vacation of its order therein prescribing joint ocean-rail, rail- 
ocean and rail-ocean-rail rates from origins in official classifi- 
cation territory to destinations in southwestern territory (see 
Traffic World, Feb. 6, p. 307). However, it has further modi- 
fied its order to become effective on June 10, on 30 days’ notice, 
instead of April 10. 


TARIFF RULE POSTPONEMENT 


The Commission, by division 2, has further postponed from 
April 1, 1943, to April 1, 1944, the effective date of Rules 4(k) 
and 5 (a) of Tariff Circular MF No. 3 pertaining to the inter- 
mediate point rule and the specification of routing in connection 
with joint rates of carriers subject to parts II and III of the 
interstate commerce act. The further postponement was made 
by an amendment to special permission No. M-30382, No. 8263. 


A. T. & N. REORGANIZATION 


The Commission, division 4, in Finance No. 10714, Ala- 
bama, Tennessee & Northern Railroad Corporation Reorgan- 
ization, has ordered the plan of reorganization to be submitted 
for acceptance or rejection to specified creditors, and that the 
ballots, to be effective, should be returned to the Commission 
in Washington, D. C., or placed in the mail addressed to the 
Commission, on or before Apr. 10. 


ROCK ISLAND TO BUY LOCOMOTIVES 

The federal court at Chicago has authorized trustees of 
the Chicago, Rock Island and Pacific to place orders for con- 
struction of four 4,050 horse power diesel freight locomotives 
at an approximate cost of $1,344,000. Payment would be made 
from cash on hand under the order, the court reserving the 
right to determine at a later date the claim to ownership of 
locomotives by the various division lines and mortgage groups 
parties to the system’s reorganization case. 


CHANGE IN DOCKET 


Hearing |. & S. 5189, February 24, Washington, D. C., canceled and 
reassigned March 10, Washington, D. C., Examiner Johnson. 
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(District Court, D. Maryland.) In libel for loss of oil 
which was pumped overboard to prevent it from flowing into 
forward holds, due to hole in the bilge pipe and sticking open 
of non-return valve, evidence showed that hole was caused by 
corrosion from inside due to action of sulphurous acid and cop- 
per salts in combination with sea water which could have 
peen avoided by cleansing of holds and bilges after carriage oi 
cargoes of sulphur and copper. Carriage of Goods by Sea Act, 
Secs. 3 (1), (a, c), (2), 4 (1), (2) (a, p, q), 46 U.S. C. A. Secs. 
1303 (1) (a, c), (2), 1804 (1), (2) (a, p, q). 

In libel for loss of oil which was pumped overboard to 
prevent it from flowing into forward holds due to hole in bilge 
pipe and sticking open of non-return valve, evidence showed 
that proximate cause of loss of oil was the condition of bilge 
pipe and that loss was caused by unseaworthiness of the ship 
at the beginning of the voyage. Carriage of Goods by Sea Act, 
Sacs,.o (i) (a, ie), (), 4), ) ta, vb, a), 2 U.S. C. A. 
Secs. 1303 (1) (a, c), (2), 1804 (1), (2) (a, p, q). 

In libel for loss of oil which was pumped overboard to 
prevent it from flowing into forward holds due to hole in bilge 
pipe and sticking open of non-return valve, evidence showed 
that shipowner and its agent failed to exercise due diligence 
to make and keep ship fit and seaworthy with respect to car- 
riage of oil cargo. Carriage of Goods by Sea Act, Secs. 3 (1) 
(a,c), (2), 4 (1) (2) (a, p, gq), 46 U. S. C. A. Sees. 1303 (1) 
(a, c), (2), 1304 (2), (2) (a, Dp, @. 

Where most of cargo of oil was pumped overboard to pre- 
vent it from flowing into forward holds due to hole in bilge 
p.pe and sticking open of non-return valve and evidence showed 
that ship was unseaworthy at beginning of voyage due to neg- 
ligence of shipowner and its agent, ship was liable for loss of 
oil and libellant was entitled to a decree for value of oil with 
cost of suit. Carriage of Goods by Sea Act, Secs. 3 (1) (a, c), 
(2).4 @),, @) ©», qa), 4 U. S.C. A. Secs: 1303 (1) (a, ec), 
(2), 1304 (1), (2) (a, p, q). 

Where ship was unseaworthy at the start of voyage and 
such unseaworthiness was the proximate cause of loss of most 
of cargo of oil, there was no substantial difference between the 
liability of the ship under the Harter Act and the Carriage of 
Goods by Sea Act. Harter Act. Secs. 1-7, 46 U. S. C. A. Secs. 
190-195; Carriage of Goods by Sea Act Secs. 2-4, 13, 46 U. S. 
C. A. Sees. 1302-1304, 1312. 

Where voyage was from a foreign port to the United 
States, the Carriage of Goods by Sea Act applied as respects 
liability of ship for loss of cargo even if bill of lading had not 
been expressly made subject to such act. Carriage of Goods 
by Sea Act Secs. 2-4, 13, 46 U. S. C. A. Secs. 1302-1304, 1312. 

Where measure of due diligence was the same under the 
Harter Act and the Carriage of Goods by Sea Act, the decisions 
under the former Act were equally applicable with respect to 
what constitutes or fails to constitute due diligence to case arising 
under latter Act. Harter Act Secs. 1-7, 46 U. S. C. A. Secs. 
190-195; Carriage of Goods by Sea Act Secs. 2-4, 13, 46 U. S. 
C. A. Sees. 1302-1304, 1312. 


Due diligence to prevent unseaworthiness depends upon the 
facts and circumstances of the particular case. Carriage of 


oa by Sea Act Secs. 2-4, 13, 46 U. S. C. A. Secs. 1302-1304, 


Generally, “due diligence” to make a vessel seaworthy is 
that which would or should be exercised by a reasonably com- 
petent vessel owner and this must be determined in each case 
on the facts known or which should have been known to the 
shipowner or its agents, and duty of the vessel owner to exer- 
cise due diligence is not satisfied by delegating that duty to the 
master or crew of the ship although the master and crew must 
also exercise due diligence. Carriage of Goods by Sea Act. Secs. 
2-4, 13, 46 U. S. C. A. Secs. 1302-1304, 1312. 


The shipowner and crew must be held to familiarity with 
the particular construction and design of the ship and its ap- 
paratus and with the characteristics and effect of particular 
cargoes which the vessel carried. Carriage of goods by Sea 
Act Secs. 2-4, 13, 46 U. S. C. A. Secs, 1302-1304, 1312. 

When loss occurs due to a combination of facts arising 
from particularities or peculiarities of ship constructiton in com- 
ination with cargo carried, it is not sufficient defense to the ship 
to plead ignorance of the ship’s agents with respect to such 
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matters. Carriage of Goods by Sea Act Secs. 2-4, 13, 46 U. S. 
C. A. Secs. 1302-1304, 1312. 

In libel for loss of oil which was pumped overboard to 
prevent it from flowing into forward holds due to small hole 
in bilge pipe and sticking open of non-return valve, that master 
and crew had no knowledge of chemical and metallurgical ef- 
fects of sulphur and copper salts in combination with sea water 
on bilge pipes and that so long as pumps worked there was no 
reason to suspect trouble acquitted master and crew of negli- 
gence but was not sufficient to excuse ship from positive dili- 
gence. Carriage of Goods by Sea Act Secs. 2-4, 13, 46 U. S. 
C. A. Sees. 1302-1304, 1312. 

In libel for loss of oil which was pumped overboard to pre- 
vent it from flowing into forward holds due to small hole in 
bilge pipe and sticking open of non-return valve, mere Cus- 
tomary pumping of the bilges was not “due diligence” in view 
of construction of ship. Carriage of Goods by Sea Act Secs. 
2-4, 13, 46 U. S. C. A. Secs. 1302-1304, 1312. 

In libel for loss of oil which was pumped overboard to pre- 
vent it from flowing into forward holds due to small hole in 
bilge pipe and sticking open of non-return valve, where the 
hole in the bilge pipe was not due to any flaw in the metal 
but to the corrosive effect of foreign substances resulting from 
the use of the ship, defect in the bilge pipe was not a true 
“latent defect” which is one than could not be discovered by 
any known and customary test. Carriage of Goods by Sea 
Act Sec. 4 (2) (p), 46 U. S. C. A. Sec. 1304 (2) (p). 


In libel for loss of oil which was pumped overboard to pre- 
vent it from flowing into forward holds due to small hole in 
bilge pipe and sticking open of non-return valve, mere fact that 
a bean of some kind was found in the expansion bend of the 
pipe when it was taken down was insufficient upon which to 
base an inference that the oil leaked through the non-return 
valve by reason of a temporary obstruction in it. Carriage of 
Goods by Sea Act Secs. 2-4, 13, 46 U. S. C. A. Secs. 1302-1304, 
1312. 


In libel for loss of oil which was pumped overboard to pre- 
vent it from flowing into forward holds due to small hole in 
bilge pipe and sticking open of non-return valve, evidence 
showed a lack of diligence in relation to the care and custody 
of the cargo and not mismanagement of the ship. Carriage of 
gre ad Sea Act Sec. 4 (2) (a), 46 U. S. C. A. Sec. 1304 
(2) (a). 

In libel for loss of oil which was pumped overboard to pre- 
vent it from flowing into forward holds due to small hole in 
bilge pipe and sticking open of non-return valve, a provision 
in the bill of lading that the carrier should not be liable for 
loss or damage occasioned by “drainage or leakage” did not 
apply, since the necessity for pumping oil overboard was due 
to a defect in the ship and not to insufficient containers fur- 
nished by the shipper. Carriage of Goods by Sea Act Secs. 
2-4, 13, 46 U. S. C. A. Secs. 1302-1304, 1312. (The bill, 47 Fed. 
Rep. 2d 969.) 





e 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





TELEGRAPHS AND TELEPHONES 


(Supreme Court of North Carolina.) In addressee’s action 
against telegraph company for negligent failure to deliver a 
death message advising of funeral on following day, evidence 
that messenger boy given telegram for delivery returned it to 
telegraph office located in town in which addressee had lived 
for five or six years, that operator was advised by clerk in post 
office that addressee had a post office box but that clerk did 
not know his home address and that telegram was then stamped 
and dropped in the mail without further effort to locate ad- 
dressee was sufficient for jury. C. S. Sec. 567. 

Substantial damages may be recovered in certain cases for 
mental anguish proximately resulting from wrongful or negli- 
gent failure of telegraph company to transmit correctly and 
deliver promptly telegraphic message, independently of any 
bodily or pecuniary injury. 

The addressee of telegram may maintain suit to recover 
for mental anguish resulting from negligent failure to deliver 
telegram. 

In action for negligent failure to deliver telegram, plaintiff 
made out a prima facie case by showing acceptance of message 
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by telegraph company for delivery and failure to deliver it with 
reasonable diligence. 

Where plaintiff seeking damages for failure to deliver 
telegrams makes out prima facie case by showing acceptance 
of message and failure to deliver it with reasonable diligence, 
duty of explanation is shifted to telegraph company if it does 
not care to risk chance of adverse verdict. 

In action for negligence failure to deliver telegram show- 
ing on its face that it was a death message and that funeral 
was to occur on following morning, whether telegraph operator 
in the town where addressee resided exercised due diligence, on 
receipt of message late in afternoon, in placing telegram in mail 
rather than making effort to locate addressee was a question for 
jury. C. S. Sec. 567. 

Although telegram is addressed to person at a designated 
post office box, telegraph company does not fulfill its obligation 
by merely placing message in an envelope, correctly addressed, 
in mail at the post office within a reasonable time. 

Under statutes directing utilities commission to make just 
rates for transmission of telegraphic messages and relating to 
duty of public utilities to file rate schedules, stipulation on tele- 
graph company’s form, approved by utilities commission, limit- 
ing company’s liability for non-delivery of unrepeated messages 
— —_ C. S. Secs. 1066, 1067; Pub. Laws 1933, c. 307, Secs. 
Bz), €, 3. 

Negligence is breach of some duty imposed by law, which 
ordinarily entitles injured party to recover all damages proxi- 
mately resulting therefrom. 

When the law prescribes a duty with a limitation of lia- 
bility appendant, injured party must take the law as he finds 
it, and measure his rights accordingly. 

Where form on which telegram was written contained 
stipulation to effect that telegraph company should not be liable 
for non-delivery of unrepeated message beyond sum of $500, 
and utilities commission had approved stipulation, addressee of 
unrepeated intrastate telegram could recover no more than 
$500 for company’s negligent failure to deliver the telegram. 
C. S. Secs. 1066, 1067; Pub. Laws 1933, c. 307, Secs. 1(f), 4, 5. 
(Russ vs. Western Union Telegraph Co., 23 S. E. Rep. 2d 681.) 

















































































ca J os 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Ceurts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.) Generally, a 
consignor is liable for correct freight charges. 

Where interstate shipments of live stock were made 
“freight collect” by consignor who owned the live stock, to 
commission agents who paid the demanded freight charges, 
‘sold stock, deducted freight charges and commission fee and 
made settlement with consignor, the consignor was liable to 
the railroad for freight undercharges on the shipments. (Graves 
vs. Nashville, Chattanooga & St. Louis Ry. Co., 132 Fed. Rep. 
2d 128.) 





(Supreme Court of Nebraska.) Certificates of convenience 
and necessity issued by the State Railway Commission to a 
common carrier by motor vehicle under the “grandfather” 
clause of the Motor Carrier Act determines the operations of 
the carrier prior to the critical dates of the act. Comp. ‘St. 
Supp. 1941, Sec. 75-228(a.) 

In a proceeding to determine whether a common carrier 
by motor vehicle under the “grandfather” clause of the Motor 
Carrier Act is operating within terms of his certificate, the 
State Railway Commission cannot go behind the certificate and 
show that the carrier’s operations, prior to the critical period, 
were different from those set out in his certificate. Comp. St. 
Supp. 1941, Sec. 75-228(a). 

The definition of a “common carrier’ contained in the 
Motor Carrier Act is not a grant of power authorizing State 
Railway Commission to classify common carriers by motor 
vehicle as regular and irregular route carriers, since authority 
to so classify common carriers is negatived by omissions from 
the state act of the grant of power contained in the federal act 
and by the specific authority to classify as to bonds and insur- 
ance. Comp. St. Supp. 1941, Secs. 75-223(i), 232; Interstate 
oe Act, Sec 204(a) (1, 2), 49 U. S. C. A. See 304(a) 
Ci 2. 

The State Railway Commission cannot classify common 
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carriers by motor vehicle as regular and irregular route car. 
riers, and cannot establish a formula of elements that deter. 
mine to which classification a common carrier belongs, nor 
test the operations of a carrier according to such classification 
but such carrier’s operations must be tested by terms of his 
certificate. Comp. St. Supp. 1941, Secs. 75-222 to 75-238. 

A certificate defining only the territory within which a 
common carrier by motor vehicle is authorized to operate js 
broader in scope than a certificate which is restricted to speci- 
fied routes over which, the fixed termini between which, and 
intermediate and off route points at which a carrier is author- 
ized to operate. Comp. St. Supp. 1941, Sec. 75-228(a, d.) 

Where a common carrier by motor vehicle holds a certifi- 
cate limited only as to territory in which he is to operate, his 
certificate authorizes him to carry all of the authorized com- 
modities tendered him within the authorized territory. Comp. 
St. Supp. 1941, Secs. 75-222, 75-225, 75-228(a, d.) 

The statutory provision that in case of operations of a 
common carrier by motor vehicle authorized not over specified 
routes, or between fixed termini, the certificate shall specify 
“the territory within which such carrier is authorized to oper- 
ate” indicates a legislative intention to permit carriers holding 
such a certificate to have a freedom of choice of routes to meet 
the needs of commerce which carrier is to serve but is far 
broader than that had by carriers who are by their certificates 
limited to following regular routes to and from fixed termini. 
Comp. St. Supp. 1941, Sec. 75-228(d). 

The word “route” is defined as the course or way which 
is, or is to be traveled or passed; or a way used for going from 
one place to another, in common acceptation excluding terminal 
points, and making it dependent on them. 

To render “adequate, economic and efficient service” within 
Motor Carrier Act reciting the policy to promote adequate, 
economical and efficient service, requires that carrier be per- 
mitted to go from his point of origin to his point of delivery 
along that route that is best suitable to the trip that he is 
making, and carrier is not restricted to specified routes but he 
may use the same route for all of his trips. Comp. St. Supp. 
1941, Sec. 75-222. 

Where certificate of convenience and necessity granted to 
a common carrier by motor vehicle under the “grandfather” 
clause of the Motor Carrier Act authorized carrier to operate 
‘irregular routes from within a 25-mile radius of Hebron, to 
and from Omaha and vicinity and Lincoln and vicinity” a 
requirement of State Railway Commission that such carrier 
could not make regular trips was not a “reasonable require- 
ment” which the commission under the act may attach. Comp. 
St. Supp. 1941, Secs. 75-222, 75-225, 75-228(a, d.) 

If the needs of commerce require that freight be moved on 
certain days of each week by common carrier by motor vehicle, 
the regulations of State Railway Commission should aid and 
not retard the movement. Comp. St. Supp. 1941, Sees. 75-222, 
75-238. 

A requirement by the State Railway Commission which 
prevents the rendering of continuous service by a common 
carrier by motor vehicle is not a “reasonable requirement” 
under the Motor Carrier Act authorizing the commission to 
establish reasonable requirements with respect to continuous 
and adequate service. Comp. St. Supp. 1941, Sec. 75-225. 

The term “irregular routes” within certificate of con- 
venience and necessity granted to a common carrier by motor 
vehicle under the “grandfather” clause of the Motor Carrier 
Act to operate over “irregular routes from within a 25-mile 
radius of Hebron to and from Omaha and vicinity and Lincoln 
and vicinity” means that carrier may follow those routes from 
the point of origin of a shipment to destination within terr!- 
torial limits, which may be adequate, economical and efficient 
in movement of the commerce which he hauls, and within those 
limits carrier may follow the route of his choice, repeating 
trips over the same route if shipments which he hauls justifies 
it. Comp. St. Supp. 1941, Secs. 75-222, 75-225, 75-228(a, d.) 

The term “irregular routes” within certificate of con- 
venience and necessity granted to a common carrier by motor 
vehicle under the “grandfather” clause of the Motor Carrier 
Act to operate over “irregular routes from within a 25-mile 
radius of Hebron to and from Omaha and vicinity and Lincoln 
and vicinity,” does not require that a carrier move his ship- 
ments at irregular times but carrier may move his shipment 4s 
the needs of commerce require, since one of the “{nherent 
advantages” of motor transportation fostered by the act is that 
it is able to start at any time for any destination with a limited 
amount of shipment. Comp. St. Supp. 1941, Sees. 75-222, 75-229 
75-228(a, d.) (Application of Kassebaum, 7 N. W. Rep. 2d 
464.) 





(Court of Cival Appeals of Texas. Austin.) Under the Motor 
Transportation Statutes, the Railroad Commission was "0! 
authorized to grant to the holder of a certificate of convenience 
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and necessity to operate freight service, a reroute order per- 
mitting the holder to operate the services between the cities 
specified in the certificate by a shorter route over different 
highways as an alternative route in absence of a finding that 
public convenience and necessity required the reroute service. 
Vernon’s Ann. Civ. St. art. 911b, Secs. 1-5. ; 

The statute relating to regulation of motor carriers by the 
Railroad Commission manifested an intent to require each 
carrier first to obtain a certificate of convenience and necessity 
to operate as such on any public highway, and that operation 
under such certificate be confined to the highways therein 
described and not be extended to other highways and any 
substantial reroute of the service over another highway or any 
new or additional service over another highway would not be 
authorized except upon a finding that the pulbic convenience 
and necessity required such new service. Vernon’s Ann. Civ. 
St. art. 911b, Sec. 5a. 

A reroute order permitting motor common carrier to 
operate freight services over public highways on a_shorter 
alternative route to that specified in carrier’s certificate of 
convenience and necessity was not valid on ground that the 
injury to a competitor by carrier’s gasoline and depreciation 
saving was insignificant as compared to the public benefit in 
increased safety and preservation of the highways, where order 
was granted without required finding that public convenience 
and necessity required the reroute service. Vernon’s Ann. Civ. 
St. art. 911b, Sec. 4(b). 

A reroute order for use of the highwavs by a motor carrier 
will not suffice for a “certificate of convenience and necessity,” 
where the order is not based upon a finding that public con- 
venience and necessity requires the reroute service. Vernon’s 
Ann. Civ. St. art. 911b, Sec. 4(b). 

The power of the Railroad Commission under statute pro- 
viding for regulation by the Commission of motor vehicle trans- 
portation over the highways, after grant of a certificate of 
convenience and necessity for such service, is general, and 
relates to the interest of the shipping public with the carrier. 
and would authorize the Commission to discontinue services 
becoming unduly burdensome on the highways and to public 
safety, but does not authorize the Commission to reroute such 
service over highways different from those called for in the 
certificate except upon a finding that public convenience. and 
necessity requires the reroute service. Vernon’s Ann. Civ. St. 
art. 911b, Sec 4(b). : 

Where reroute service of motor common carrier would 
substantially interfere with the rights of carrier operating over 
reroute highways, question whether public convenience and 
necessity required the reroute service would arise, and must 
be decided by the Railroad Commission before grant of appli- 
cation for reroute service under statutes enjoining the Com- 
mission not to grant service except upon application, notice. 
hearing and favorable finding on such question. Vernon’s Ann. 
Civ. St. art. 911b, Sec. 4(b). 

Carrier operating over reroute highway was not, because 
it had obtained similar reroute orders over highways not called 
for in its certificate of convenience and necessity, “estonned” 
to auestion authority of Railroad Commission to grant without 
finding of public convenience and necessity required the service. 
a reroute order permitting a carrier to operate on the reroute 
hishway, where record did not show the reroute orders to be 
similar or that applicant for reroute order had been injured 
thereby. Vernon’s Ann. Civ. St. art. 911b. Secs. 1-5. 

That motor carrier over reroute highway and Railroad 
Commission mav have wrongfully construed the statutes as 
authorizing the Commission to grant substantial reroute orders 
to carrier without showing public convenience and necessitv 
therefor did not prevent carrier from attacking by appeal from 
Commission, reroute order permitting a competing carrier to 
onerate over the reroute highway. Vernon’s Ann. Civ. St. art. 
911b. Sees. 1-5. ; 

Where applicant. after a continuance was granted to it. 
employed local counsel and the controlling facts were undis- 
puted ard the auestions presented were questions of law. trial 
court did not abuse its discretion in refusing avvlicant’s later 
motion for continuance on ground that avplicant’s local counsel 
was engaged in trial of another case. where applicant was not 
Iniured. (Railroad Commission vs. Red Arrow Freight Lines, 
167 S. W. Rep. 2d 249.) 


Cc. & N. W. REORGANIZATION 


Helen W. Munsert and Luther M. Walter. attorneys for the 
debtor in the Chicago and North Western reorganization case, 
mailed to the U. S. Supreme Court. February 22, a motion 
to have included in the record now before the court on neti- 
tion for a writ of certiorari, copies of the road’s balance sheet 
and income account as of December 31, 1942. A similar motion 
to supplement the record was made by counsel for debtor, De- 
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cember 22, to bring the record up to date as of October 31, 1942 
(see Traffic World, Dec. 19, p. 1464). 

The balance sheet and income account were filed in the 
district court earlier this month by Charles M. Thomson, trus- 
tee, say the petitioners, who attach the two documents to their 
petition. Comparing the October 31 and December 31 balance 
sheets, they say total current assets increased $8,808,392 in 
the two months period from $75,991,687 to $84,800,079. The 
petition says it appears that income available for fixed charges, 
resulting from 1942 operations, would total $35,742,316. 

The petition says the balance sheet shows that the debtor’s 
estate “has ample funds to pay off the indebtedness to the Re- 
construction Finance Corporation.” As of December 31, 1942, 
the principal and interest, at 4 per cent amounted to $48,322.687. 
it said, adding that the debtor could pay that sum, and “still 
have ample working capital to maintain and operate the prop- 
erty of the debtor now in control of the trustee.” Pointing out 
that the reorganization plan approved by the federal district 
and circuit courts at Chicago was based on Commission esti- 
mates that the road’s income available for fixed charges in 
a normal year would be only $14,625,000, the petition says 
“there can be no question but that the condition of debtor’s 
estate ... is now vastly different from that which existed at 
the time the Commission” and lower courts approved the plan. 
It says that to permit the plan to become effective, would 
subject the junior creditors and stockholders “to substantial 
wrong,” and reiterates the petitioners’ request that the court 
find the plan not to be just and reasonable and remand the 
proceedings to the district court with directions to the Com- 


mission to certify a new plan embracing some equity for the 
common stockholders. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning vrosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
missson rules and regulations thereunder, appear below.) 


New Jersey district, at Newark. Garford Trucking, Inc.. 
a motor common carrier of South River, N. J., was fined $3.500 
Feb. 15 on a plea of guilty of falsifying drivers’ logs and per- 
mitting and requiring drivers in its employ to drive and op- 
erate vehicles in excess of the daily maximum hours of service. 
Half of the fine was required to be paid, the remainder sus- 
pended for a probationary period of two years. 

Northern Georgia district, Atlanta division. Russell C. 
House Transfer & Storage, Inc., and Raymond R. House, its 
president. of Atlanta, Ga., were fined $250 and $150. resper- 
tively, following a plea of guilty to charges of violating the 
terms of an order previously issued by the federal court on 
May 22, 1941, enjoining the corporation and its officers from 
transporting property for compensation without authority from 
the Commission. The fines were paid. 


Motor Reparation Question 


The question of the Commission’s power to award renara- 
tion in motor carrier rate cases has again been raised in MC 
C-301, Armour & Co. vs. William E. Bell, dba Midway Transit 
Co. In that proceeding, by a proposed report. Joint Board No. 
73 recommended finding inapplicable rates charged on ship- 
ments of packing house products and supplies, weighing more 
than 1,000 pounds and less than 10,000 pounds. made from Chi- 
cago to points in Michigan between May 15, 1939, and Nov. 18 
1940. for redelivery, in so far as an allowance of 10 cents a 
hundred pounds provided by the tariff where deliveries were 
made at the expense of the shipper, was not made. The ap- 
vlicable rates were proposed to be found not unlawful. and the 
board also proposed that an order be entered “authorizing and 
directing defendant to pay complainant the amount of the dif- 
ference between the charges collected and those found ap- 
plicable.” 

On the question of its power to award reparation in such 
eases, the Commission, in MC C-63, Hausman Steel Co. vs. 
Seaboard Freight Lines, Inc., decided Jan. 29, 1942. said: 

“Complainant contends that we have jurisdiction and 
nower under part II of the interstate commerce act to make 
findings with respect to misrouting of shipments. and applica- 
bilitv and reasonableness of rates charged in the past. and 
to authorize the waiver of the undercharges sought. Defend- 
ants. while not questioning our jurisdiction to determine the 
reasonableness of rates on past shipments, assert that we have 
no power to award reparation or to require motor common car- 
riers to establish joint rates. Our power to authorize a waiver 
of undercharges in the case of rail carriers, springs from our 
authority to award reparation. We determined that we were 
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authorized to make findings as to the applicability and law- 
fulness of rates of motor carriers charged in the past in W. A. 
Barrows Porcelain Enamel Co. vs. Cushman M. Delivery, 11 
M. C. C. 365, wherein, with respect to our jurisdiction to award 
reparation on past shipments by motor carrier, we said: 

“Our attention has been directed to no provision of the 
act which authorizes us to award reparation and we have been 
able to find no such provision. Part I of the interstate com- 
merce act contains specific provisions which empower us to 
award reparation thereunder. No such provisions, however, 
are embraced, either specifically or by necessary implication, in 
the motor carrier act, 1935 . . . we must conclude that we are 
without power to award reparation in instances where it is 
found that the provisions of the motor carrier act, 1935, have 
been violated.’ ” 


Cc. N. S. & M. INTEREST PAYMENT 

The City National Bank and Trust Company of Chicago 
presented a petition in federal court at Chicago, February 20, 
requesting that the receivers of the Chicago, North Shore and 
Milwaukee Railroad be directed to make a “maximum” pay- 
ment of interest overdue on the road’s first and refunding mort- 
gage bonds, under which the petitioner is trustee (see Traffic 
World, Feb. 20, p. 418). The court allowed 20 days for other 
parties to the road’s receivership case to file answers, and set 
March 15 for further hearing in the matter. 


OSBORNE PASSENGER CERTIFICATE 


A group of New York motor bus companies has filed-a suit 
in the federal court for the southern New York district asking 
that the order of the Commission in MC 101618, Stewart William 
Osborne Common Carrier Application, decided Aug. 5, 1942, 
granting Osborne the right to perform charter service beginning 
and ending at points in Ramapo Township, Rockland county, 
N. Y., and extending to points in New Jersey within a radius 
of 30 miles thereof, from September 1 to June 30 of each year, 
be set aside and its enforcement enjoined. 

Osborne, the report of the Commission said, had applied 
for the right to perform charter service in the territory afore- 
mentioned, limited to the transportation of school children, their 
parents and guardians, and school teachers. However, it said, 
the requirement that applicant transport only such classes of 
passengers suggested “an undue restriction not in keeping with 
applicant’s status as a common carrier.” This order, said the 
complainants in the suit filed in New York, should be set aside 
insofar as it granted the applicant more than he had applied for. 

The suit was docketed in the federal court as Civil Action 
No. 20-534, Rockland Coaches, Inc., Spring Valley Motor Coach 
Co., Inc., Rockland Transit Corporation, Hill Bus Co., and Tap- 
pan & Nyack Bus, Inc., vs. United States of America and Inter- 
state Commerce Commission. 


ALTON REORGANIZATION 


Henry A. Gardner, trustee for the Alton Railroad, has filed 
a reply in the federal district court at Chicago to the petition 
of Benjamin Fairchild et al. in which holders of preferred stock 
of the Kansas City, St. Louis and Chicago Railroad, a part of 
the Alton system, asked the court to order the trustee to pay 
approximately $54,000 of dividends allegedly due to them as of 
~— dates since May 1, 1939 (see Traffic World, Feb. 20, 
p. 419). 

The reply says that any dividends claimed by the peti- 
tioners are not first and prior liens on the debtor’s assets. If 
such dividends are overdue, the petitioners should be required 
to await payment, as must other creditors of the bankrupt sys- 
tem, pending completion of reorganization of the Alton, says 
the reply. It denies the petitioners’ allegation that the debtor 
company, when it was organized in a prior reorganization case 
in 1931, assumed a lease agreement, originally dated March 15. 
1878, under which the Alton was obligated to pay an annual 
rental, in the form of dividends, to the K. C. St. L. and C., for 
the use of the facilities of the member line. 

In his reply, the trustee concludes that he “awaits the 
court’s instructions” in the matter, but does not ask that the 
petition be denied. 


VICTORY TAX AND RAIL PENSIONS 


The Victory tax imposed by the revenue act of 1942 is 
not applicable to railroad retirement annuities and pensions, 
according to a ruling made by the Bureau of Internal Revenue. 
The ruling was included by Representative Van Zandt, of 
Pennsylvania, in extension of remarks in the Congressional 
Record, wherein it was pointed out that both the railroad 
retirement act and the railroad unemployment insurance act 
specifically provided for exemption of payments thereunder 
from any tax. 
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Operating Wage Dispute 

George A. Cook, chairman of the National Mediation Board, 
announced late February 23, that his efforts to mediate the dis. 
pute between the railroads and the five unions of operating rail 
workers had come to an end. His effort, he said in a brief 
formal statement, ‘was futile and the mediator was unable to 
obtain an agreement to arbitrate the dispute.” 


Chairman Cook had been holding conferences separately 
with the.heads of the unions in the morning, and the railroad 
conference committees in the afternoon of each day, including 
Saturday and Sunday, since February 18 (see Traffic World. 
Feb. 20, p. 421). His final move was to ask the parties, in a letter 
the morning of February 23, to “enter into an agreement to 
submit the controversy to arbitration as provided in section 8 of 
the act.” Before that day was over, refusals to arbitrate had 
been submitted by both parties and the proceedings had moved 
to a point where the next step was the request for the appoint- 
ment of a fact-finding panel to sit on the case under a Presi- 
dential executive order (see Traffic World, Feb. 13, p. 373). 
Asked as to whether the dispute between the operating unions 
and the railroads, in which the unions asked for a wage increase 
of 30 per cent with a minimum money increase of $3 a day, 
would be consolidated for fact-finding with that of the non- 
operating unions, in which the demand was for an increase of 
20 cents an hour and a 70 cents an hour minimum, Chairman 
Cook said that did not come within his province. That was a 
question that could only be settled by Chairman Leiserson of 
the National Railway Labor Panel, who would appoint the fact- 
finding panel, he said. He pointed out, however, that fact-finding 
hearings in the non-operating disputed were scheduled to begin 
in Chicago March 1, which hardly permitted time enough for 
the parties in the operating dispute to prepare for a fact-finding 
inquiry. 

The letter of the operating unions refusing to accept the 
arbitration offer was short and gave no specific reasons. The 
three railroad conference committees replied separately. The 
southeastern committee, through J. B. Parish, chairman, said 
merely that, while arbitration was “ordinarily a suitable method 
for settling labor disputes,” the “special factual and legal cir- 
cumstances” in the instant case, indicated that arbitration was 
“not practicable” and that it would “not be effective.” 


H. A. Enochs, chairman of the eastern railroad’s committee, 
in his reply to Chairman Cook’s letter, said that, while the past 
record of the eastern railroads demonstrated their “sympathy 
with the principle of arbitration,” it could not be accepted in 
this case because the demands involved were “clearly not in 
consonance with the anti-inflation act of October 2, 1942, and 
the President’s executive order of October 3, 1942.” The subject 
matter of the dispute, he continued, not only concerned “those 
employes represented by the five organizations involved in this 
case, but all employes of the carriers, including those repre- 
sented by the fifteen cooperating railway labor organizations” 
involved in the non-operating dispute. 


D. P. Loomis, for the western railroads’ committee, also 
insisted that those railroads believed “in the principle of arbi- 
tration,” but that they considered the operating and non-operat- 
ing demands “an industry problem which should be handled on 
an industry basis.” 

If the entire question of railroad wages “could be arbitrated 
as an industry matter, in a single proceeding, so that an arbi- 
tration board would have the entire picture before it” the com- 
mittee would favor such a course, he said, subject to “proper 
safeguards under the stabilization act and orders, regulations, 
interpretations, etc., issued thereunder.” 


The five operating railroad unions February 25 joined in 4 
request for a fact-finding panel. The request was contained in 
a telegram to Chairman Leiserson of the National Railway 
Labor Panel, D. B. Robertson, president of the Brotherhood 
of Locomotive Firemen and Enginemen, said. 


Chairman Leiserson said February 26 that, though he had 
received some telegrams relating to the appointment of an 
emergency board, he had not yet received a formal request and 
would not act until he had. He said it would be some time 
before the board would be appointed. Asked whether the case 
might be assigned to the emergency board appointed for the 
nonoperating unions case, he said no decision of any kind had 
been reached. 





MEDIATION BOARD APPOINTMENTS 


The Senate interstate commerce committee reported [a- 
vorably the nominations of William M. Leiserson, member o 
the National Labor Relations Board and chairman of the Na 
tional Railway Labor Panel, and H. H. Schwartz, former sen- 
ator from Wyoming, to membership of the National Mediation 
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Board, as successors to David J. Lewis and Otto S. Beyer (see 
Traffic World, Feb. 13, p. 376). 

Senator Robertson, of Wyoming, opposed confirmation of 
the nomination of former Senator Schwartz. He said the latter 
was elected to the Senate in 1936 on a platform of: “I will 
support Mr. Roosevelt in everything he does and says... I 
will vote for every measure he wants, and I will vote against 
everything he does not want .. . I will support him blindly.” 
Senator Robertson said Senator Schwartz lived up to that 
pledge in the Senate. In the last campaign for reelection, 
Senator Robertson said Senator Schwartz said: “I have been a 
rubber stamp for the President for six years and I offer myself 
again as a rubber stamp for the ensuing six years.” 

Senator Robertson said Senator Schwartz was defeated for 
reelection because of that offer and that the “pay-off” was the 
nomination to the mediation board. 

Senator Moore, of Oklahoma, said he supported the position 
taken by Senator Robertson for the same reasons. 

The Senate confirmed the nominations of Mr. Leiserson 
and former Senator Schwartz. A vote was demanded on the 
Schwartz nomination. It was approved by a vote of 46 to 20. 


Emergency Boards Appointed 


William M. Leiserson, chairman of the National Railway 
Labor Panel, has appointed three emergency boards to investi- 
gate four railroad labor disputes, including the dispute involv- 
ing demands of the 15 non-operating brotherhoods for a wage 
increase of 20 cents an hour, a minimum wage of 70 cents an 
hour, and a closed shop (see Traffic World, Oct. 3, 1942, p. 779). 

Mr. Leiserson announced that the emergency boards would 
begin their investigation March 1. He said the dispute between 
the non-operating unions and the carriers represented by the 
western, eastern and southeastern carriers’ conference commit- 
tees would be investigated at Chicago by an emergency board 
consisting of I. L. Scharfman, professor of economics at the 
University of Michigan, chairman; Walter T. Fisher, Chicago 
ae and John A. Fitch, of the New York School of Social 
Work. 

A dispute between the Brotherhood of Railroad Trainmen 
and the Pacific Electric Railway Co., involving wages and work- 
ing rules for yardmasters and passenger trainmen and switch- 
tenders represented by the brotherhood would be investigated 
at Los Angeles, said Mr. Leiserson, by an emergency board 
consisting of James H. Wolfe, justice of the Supreme Court of 
Utah, chairman; Frank P. Douglass, judge at Oklahoma City, 
Okla., and Gordon S. Watkins, professor in the economics de- 
partment of the University of California, Los Angeles. 

Two disputes—one between the Brotherhood of Locomotive 
Engineers and the western and southeastern carriers’ conference 
committees, the other between the Brotherhood of Locomotive 
Firemen & Enginemen and the western, southeastern and east- 
ern carriers’ conference committees—would be _ investigated 
simultaneously at Chicago by an emergency board consisting of 
Frank M. Swacker, New York City attorney, who has served 
frequently as a referee in deadlocked Railroad Adjustment 
Board cases, chairman; George W. Stocking, professor in the 
economics department of the University of Texas, at Austin, 
and John A. Lapp, economist, of Chicago, Mr. Leiserson an- 
nounced. Involved in the dispute with the Brotherhood of Loco- 
motive Firemen & Enginemen, in addition to the carriers rep- 
resented by the southeastern and eastern conference commit- 
tees, were the Midland Terminal Railway Co. and the Missouri 
& Arkansas Railway Co. Both of these disputes, it was stated, 
were the result of union demands for a revised basis of pay for 
Diesel engine operators and for employment of a third man on 
such engines under certain conditions. 


In each case, Chairman Leiserson found that “the duly 
authorized representatives of the employes involved in the dis- 
pute have notified the chairman of the National Railway Labor 
Panel of the failure of the parties to adjust the dispute and 
of their desire of avoid the taking of strike votes and the setting 
of strike dates; and it is the judgment of the chairman of the 
panel that the dispute is such that if unadjusted, even in the 
absence of a strike vote, it may interfere with the prosecution 
of the war.” 

Six of the nine panel members appointed to serve on the 
emergency boards had been added, with two others, to the 
National Railway Labor Panel last week (see Traffic World, 
Feb. 20). The other two new members of the panel are Robert 
D. Calkins, dean of the School of Business of Columbia Uni- 
versity, and Monsignor Francis J. Haas, of Catholic University, 

ashington, D. C. Appointment of the eight new members by 
the President brought the total membership of the panel to 17. 
€ nine previously appointed by the President (see Traffic 
World, June 13, 1942, p. 1552) were: Wiley Rutledge, whose 
nomination as an associate justice of the Supreme Court of the 
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United States recently was confirmed by the Senate; William 
H. Spencer, dean of the University of Chicago; Judge Walter 
P. Stacy, of Raleigh, N. C.; Dr. Edwin E. Witte, of the Univer- 
sity of Wisconsin; Mr. Fisher, Mr. Lapp, and Mr. Fitch. Mr. 
Leiserson said that Justice Rutledge, “of course,” would not be 
able to serve on any emergency board, but that Dr. Witte, who 
recently was appointed a member of a regional War Labor 
Board, would be available from time to time for service on an 
emergency board. 

Mr. Leiserson said he had under consideration the appoint- 
ment of emergency boards for investigation of several rail labor 
disputes described by him as “small cases.” 

It was announced at Chicago that the hearings in the non- 
operating wage and closed shop dispute would be held in room 
677 of the Federal Building at Chicago, beginning 10:00 a. m. 
March 1, and that the diesel engine crew and wage dispute 
would be heard, beginning on the same day at the same time, 
in room 705, U. S. Customs House, 610 S. Canal St., Chicago. 
It has been indicated that the railroad conference committees 
would ask the two panels to meet alternately in the morning 
and afternoon, so that the members of the committees could 
attend both hearings. 


Featherbed Rules Startle Solon 


Senator Bailey, of North Carolina, chairman of the Sen- 
ate commerce committee, told the Senate, February 22, that 
facts set forth in a letter to the New York Times about feather- 
bed rules on the railroads “startled and incensed me.” 

“The practices exposed could not be defended in peace- 
time and they must be denounced under existing conditions,” 
said he. “I hope the letter will be read by members of the 
Senate. I am placing it in the Record in order that it may be 
circulated throughout the country.” 

The letter was written by Elisha M. Friedman. A note 
preceding the letter said Mr. Friedman had been writing on the 
evils of featherbed rules since 1938 and has testified before con- 
gressional committees as to labor waste on the railroads. He 
has served on the staff of the War Finance Corporation, lec- 
tured at New York University, and has made extensive studies 
~" Te to labor, according to the note. In part, Mr. Friedman 
said: 


We are in the midst of the gravest crisis in our history. Our 
country and our lives are at stake. We need all available manpower 
and we need it now. ; 

The government is trying to use the nation’s manpower to the 
full. But its task is not being faced candidly. The shortage in man- 
power is not due solely to the lack of available workers. Indeed, that 
shortage is due in part to the deliberate effort of labor unions, by 
rules and devices, to prevent men from working full time. Thus 
surplus employes, unnecessary in their jobs, become unavailable for 
work. This is a new form of hoarding; of keeping idle and unused 
services badly needed elsewhere. 

How absurd to talk about total mobilization, compulsory service, 
shifting labor to distant cities, while men on the job all over the 
United States are wasting time under union orders. Such policies 
do not help to win a war. The war will be won in spite of such 
policies, not because of them. 


New Approach Needed 


However, the crisis is compelling a more realistic approach. Pub- 
lic opinion is becoming aroused. The union leaders who put country 
above union are increasing in power. 

The railroads suffer from unique devices to make work. These 
devices hamper wartime transportation. ‘These devices also reveal 
a basic defect in the manpower policy of the government. The gov- 
ernment listed the shortages of railroad labor as of September 15, 
1942. Otto S. Beyer, director of the division of transportation per- 
sonnel of the Office of Defense Transportation, stated: ‘‘Considerable 
numbers of vacancies were reported in junior train and engine serv- 
ice positions, including 2,565 vacancies for brakemen and 827 for 
firemen. Only 30 vacancies were reported for conductors and 116 for 
engineers.’’ 

Mr. Beyer talks about ‘increased railroad traffic’? and ‘‘need for 
increasing the number of workers’? but he says nothing about in- 
creased use of the hours of idleness enforced by ‘‘featherbed rules’’ 
and other fake-work devices. 

This writer attempted to get an estimate of the manpower waste 
on the railroads and the annual cost. He directed his inquiry to an 
important source of railroad information and the reply was: ‘The 
subject of labor waste is closely connected with the manpower prob- 
lem but this body avoids controversial matters of this nature.’ 


Idle Time Paid for 


What do the official figures show? Form M-300 (1941) of the 
Interstate Commerce Commission shows “Straight time actually 
worked”’ and ‘‘Straight time paid for.’* The difference is time paid 
for and not worked. Mr. Beyer’s shortages are as follows: 0.1 per 
cent for conductors, 0.3 per cent for engineers, 2.4 per cent for fire- 
men, and 4.3 per cent for brakemen. 

But form M-200 shows that these approximately 250,000 men in 
group VI-B, train and engine service, were idle about 22 per cent of 
the time and were paid for idling. It shows a surplus or waste of over 
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It's the Men 
who make the Erie! 


@ Look in on any one of Erie’s 47 coast-to-coast 
service offices and you’ll find men knee deep in 
other people’s problems. 


“Service” has always been the business of these 
traffic men. Today they are service men and war- 
time expediters, too. 


In war or peace their job is the same—helping to 
move goods faster. They work with shippers pre- 
paring routings, assisting on loading and pack- 
aging problems, securing the necessary types of 
cars, providing information on the location of cars 
of vital materials in transit, interpreting govern- 
ment rules and regulations, and a dozen and one 
other jobs necessary to a nation on the move. Be- 
cause of the efforts of these men traffic is moving 


swiftly and safely. 


To anyone having a transportation problem— 
trained Erie men in the field plus many more in 
the general offices offer a helping hand. 


G7 


Bs 23,578 rreicht TRAINS DAILY 


B=) 1,408,964 rreicir cars DAILY 


itoN 25,000,000 ner tons patty 


AMERICAN RAILROADS AT WAR 


THE RAILROAD OF HELPFUL SERVICE 
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100,000,000 man-hours, or 50,000 man-years, for 1941 in one sector alone 
due to one cause. These men could, if they worked full time, easily 
make good the shortage that Mr. Beyer ¢ites. Nay, more, thousands 
of these trained men could te released to make ships, tanks, planes, 
and guns. 

Exact figures are not available, but on a rough guess it is probable 
that in all labor sectors and due to all causes there is a total waste 
of railroad labor of about 200,000,000 man-hours a year or about 100,000 


men a year. In wartime such waste of precious manpower is really 
sabotage. 


Not a single word has been uttered by any government official 
on this subject. These union restrictions persist not only with their 
connivance, but with their approval. 

The Director of Manpower is seeking to conserve manpower. But 
the government referees dealing with railroad labor squander man- 
power. The make-work rules on the railroads have become increas- 
ingly onerous. In fact, in the last decade government referees have 
invented curious principles which extend and multiply such rules. 
These have become known as featherbed rules or the equivalent of a 
soft snap in ward politics. The railroad workers who benefit most 


from these rules are those in the train and engine services who operate 
the trains. 


Labor Leaders Hit Safety Appeal 


The anti-management complex’ of railroad labor leaders 
was indicated in condemnation by the Railway Labor Exec- 
utives’ Association of an effort on the part of the railroads to 
obtain the cooperation of their employes in doing things the 
carriers recommended as being in the interest of winning the 
war. Their position was set forth in the following statement 
published in “Labor,” the organ of the rail unions: 


“‘An insult to the intelligence of railroad workers!”’ 
In those words, the Railway Labor Executives’ Association this 
week denounced a ballyhoo drive launched by the Association of Amer- 


ican Railroads to induce rail employes to sign pledges of ‘‘good be- 
havior.”’ 


The pledge was drafted by the safety section of the operations 


and maintenance department of the A. A. A. and carriers have been 
flooded with copies. 


A covering letter, accompanying the pledges, was filled with patri- 
otic ‘‘pep talk,’’ plus a fearsome warning to workers to fight against be- 


ing ‘‘herded at the bayonet’s point, shipped to Germany and put to work 
rehabilitating devastated lands.’’ 


Railroad workers were called. upon to ‘“‘bring victory nearer’’ by 
“faithfully performing’’ their daily work, living up to the rules, and 


reducing accidents on the old ‘‘Iron Horse,’’ which were declared to 
be mounting ominously. 


In the attached pledge, each rail worker was asked to certify as 
follows: 


“I like our American way of living and will do all I can to protect 


myself and others from the suffering and servitude that have overtaken 
those in foreign lands. 


“I will obey the rules of the railroad by which I am employed. 


“I will do my work in such manner as to cause no injury to myself 
or others. 


“I will cultivate good habits; secure proper rest and keep myself 
fit to perform my work. 


“‘At all times and in all ways I will serve safely for victory.’’ 
Chiefs of Standard Railroad Labor Organizations, at a metting of 
the Railway Labor Executives’’ Association in Washington, hit at the 


pledge scheme as ‘‘juvenile’’ and as a reflection on the loyalty of rail 
workers. 


‘‘We consider this circular and pledge as being offensive to the in- 
telligence of railroad employes we represent and we urge them to have 
nothing whatever to do with it,’’ the association declared. 


The labor chiefs pointed out further that rail workers are already 
devoting their full energies to the war effort. 


RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes in De- 
cember, 1942, totaled $10,952,133, the largest amount paid in 
any one month since the Railroad Retirement Board began 
operations, says the board’s January report. The figure com- 
pared with a total benefit payment of $10,804,978 in the previous 
month and $10,685,780 for the same month in 1941. The Decem- 
ber payments were divided as follows: Employe annuities, 
$8,875,343; pensions, $1,526,836; survivor annuities, $106,035; 
death-benefit annunities, $31,120; lump-sum death benefit pay- 
ments, $412,797. At the end of the month, there were 128,921 
annuitants on the board’s rolls. Through December, total benefit 
payments amounted to $621,754,424. 


Unemployment benefit payments totaling $151,625 for 7,356 
railroad workers were made in December. Payments for the 
initial period averaged $17.30, the highest for any month in 
1942, and the average subsequent payment was $21.81, the 
lowest for any month in the year. Claims for unemployment 
benefits filed in December totaled 9,816, 1,143 more than in the 
previous month, but fewer than normal for December, the re- 
port said, adding that the comparatively low number of claims 
resulted from an increase in employment in December. 

The board’s employment service reported that, as of De- 
cember 31, 1942, the railroads were seeking 40,910 employes 
and there were only 802 employes registered available for work. 
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Shortages in the maintenance-of-way and maintenance-of-equip- 
ment groups were 18,075 and 10,313, respectively, and the 
greatest demand for employes was in the central and mid- 
western areas, where the railroads had need for 22,398 addi- 
tional employes. 

The report said that tax collections in 1942 accruing to the 
retirement .board account had increased steadily month by 
month, while retirement benefit payments had declined, result- 
ing in further strengthening of the retirement system financial 
condition. The balance in the account at the end of December, 
1942, was $175,780,679, says the report. 


Rail Wage Statistics 


Class I steam railways, exclusive of switching and termina] 
companies, reported a total of 1,316,912 employes as of the 
middle of November, 1942, and total compensation for that 
month of $252,241,938, according to a compilation by the Com- 
mission’s Bureau of Transport Economics and Statistics of wage 
statistics of those roads, statement M-300. 

The employment was an increase of 114,644, or 9.54 per 
cent, over the number reported for November, 1941. The total 
number of hours paid for was 15.13 per cent greater and the 
total compensation was 30.88 per cent greater in November, 
1942, than in November, 1941. The compilation said the wage 
statistics for November, 1941, did not reflect the higher wage 
level which became effective late in 1941, although accruals of 
the increases in wages were included in the operating expenses 
reported for November, 1941. Hence, it added, the percentage 
of increased compensation shown for November remained 
almost the same as for October as contrasted with small per 
cent of increases shown for payroll taxes in the report of reve- 
nues and expenses. A comparison of the number of employes 
who received pay in the month with the total hours paid for, 
showed 200 hours an employe in November, 1942, and 193 hours 


-in November, 1941. Employes paid on an hourly basis in No- 


vember, 1942, received pay for 20,184,370 hours of overtime, 
which was 8.2 per cent of the straight time paid for. The corre- 
sponding percentage for November, 1941, was 4.34. 

Compensation for “time paid for but not worked” for No- 
vember was reported as follows: Executives, officials and staff 
assistants, $49,801; professional, clerical, and general, $1,359,776; 
maintenance of way and structures, $340,038; maintenance of 
equipment and stores, $1,074,444; transportation (other than 
train, engine, and yard), $371,865; and transportation (yard- 
masters, switch tenders, and hostlers), $94,148. 

In the train and engine service compensation for November 
was reported as follows: Straight time actually worked, $55,- 
124,152; straight time paid for, $65,446,270; overtime paid for, 
$7,779,712; constructive allowances, $2,793,153; total, $76,019,135. 
Miles actually run totaled 530,605,937 and miles paid for but 
not run totaled 63,470,564. 


CHARGE AGAINST SEAMEN AT GUADALCANAL 


A subcommittee of the House naval affairs committee has 
reported, after investigation, that it failed to find substantiation 
for a report that the crew of a merchant ship had refused to 
unload supplies at Guadalcanal. A newspaper published the 
allegation about the crew, according to the investigation, on the 
basis of statements made by returned marines from Guadal- 
canal. The subcommittee said the report had been denied by the 
Secretary of the Navy, Major General Alexander A. Vandegrift, 
who commanded the marines at Guadalcanal, and Admiral 
William Halsey, naval commandant of the district. 


APPEAL FOR RAILROAD WATCHES 


“Persons turning in idle railroad watches should apply 
directly to their nearest railroad company,” says the War Pro- 
duction Board. The railroad office will refer them to a rep- 
utable buyer—usually the nearby authorized railroad watch 
inspector (see Traffic World, Feb. 13, p. 377). 

“This advice was offered by the consumers durable goods 
division in reporting that public response to its appeal for idle 
railroad watches has been excellent. At the time the appeal 
was made—less than two weeks ago—the division had ex 
plained that requirements for exact timepieces in precise mili- 
tary and naval operations had diverted the production of rail- 
road watches from the usual railroad supply. The potential 
handicap is intensified by the war-time increase in railroad 
operations which has required increased personnel and closé 
timing of schedules—and, of course, more railroad watches. 

“Persons turning in idle railroad watches are entitled to 
more than the money from the sale: they deserve sincere CcOon- 
gratulations. We appreciate that in most cases the watch not 
only has become a part of daily habit but that there is a kee” 
sentiment attached to it.” 
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Truck Anti-Racketeering Bill 


The Traffic World Washington Bureau 


In an executive session immediately following an open 
hearing in which four congressmen from Pennsylvania testified 
in opposition to H. R. 653, the labor anti-racketeering bill in- 
troduced by Representative Hobbs, of Alabama, the house rules 
committee decided, on Feb. 23, to vote March 2 on the ques- 
tion of reporting a rule for consideration of the bill. At least 
eight of the 14 committee members indicated by their line of 
questioning at the hearing that they supported the bill. Chair- 
man Summers, of the House judiciary committee, urged the 
committee to report a rule on the measure for action by the 
House, saying that labor had been losing “pretty heavily” its 
support of public opinion and that men responsible for labor 
policies sought to consider whether they could afford to oppose 
the bill. The bill was favorably reported recently by the House 
judiciary committee (see Traffic World, Feb. 6, p. 312). 

Chairman Sabath said, after the hearing, that he would 
confer with Representative Summers in an effort to obtain re- 
vision of certain language in the bill to which labor union 
spokesmen had objected particularly. Mr. Summers said he 
did not contemplate further hearings by his committee on the 
pill. Representative Scanlon, of Pennsylvania, one of the wit- 
resses Who opposed the measure, had advocated public hearings 
on it by the judiciary committee. When it was pointed out that 
that committee had held hearings on like legislation last year 
(see Traffic World, May 9, 1942, p. 1257), Mr. Scanlon observed 
that no hearings had been held this year. Mr. Scanlon said he 
was an officer of the Newspaper Pressmen’s Union at Pitts- 
burgh. 

Representative Furlong, the first witness, said that labor 
had been breaking all past production records, that each 
worker was returning 10 per cent or more of his pay to the 
eovernment by purchase of war bonds, that labor of all types 
looked on H. R. 653 as the forerunner to establishment of 
slave labor in this country, that passage of the bill would “tear 
the nation asunder,” and that it would demoralize workers 
who were now “giving their all’ to the war effort. 


“IT would hate to mar the beauty of your statement by test- 
ing its validity,” said Representative Cox, of Georgia, a rules 
committee member. “I don’t believe I will.” 

Representative Kelley, after outlining his experiences as a 
coke producer in Pennsylvania, testified that labor was sensi- 
tive about what the nation thought of its patriotism, and that 
any legislation to restrict its rights would be regarded by labor 
as a stigma. 

Under questioning by Representative Nichols, of Okla- 
homa, who averred that the bill did nothing more than provide 
for punishment of extortion and robbery in connection with 
movement of goods in interstate commerce, Mr. Kelley said 
labor objected to the definition of “extortion” and the use of 
the world “threat” in the bill. He said any industrialist could 
accuse a group of injecting fear into its dealings with him and 
could say that he submitted to the group’s demands for that 
reason. Mr. Nichols told the witness that he must have faith 
in the courts of the land, adding that he had practiced law a 
long time and had profound faith in the courts. Asked by 
Renresentative Cox whether he had ever been a truck driver or 
truck owner and forced to pay tribute when entering a city, 
Mr. Kellev said he had not. Representative Halleck, of In- 
diana, said the definitions of robbery and extortion contained 
in the bill were the same as those contained in the state crimi- 
nal codes. Mr. Kelley said he saw no necessity for the consid- 
ered legislation at this time, because such violations were not 
being committed now. Mr. Nichols contended that this was 
a general law and that a decline in the murder rate to 0.01 per 
cent would not mean that there should be no murder law. 

Representative Michener, of Michigan, rules committee 
member, referred to the U. S. Supreme Court decision in Nos. 
131-132, United States vs. Local 807 of the International Broth- 
erhood of Teamsters, et al. He said the Supreme Court had 
decided in that case that it was not the intent of Congress 
that the anti-racketeering law of 1934 should apply to organ- 
ed labor. The object of this bill, he added, was to make it 
clear that the anti-racketeering law did apply to labor unions 
and that there was no preference for any group. He said he 
would not vote to repeal any labor laws, but that he would 
vote for the relief of labor “against those few labor leaders 
and those few unions who are bringing organized labor into 
disrepute.” Representative Colmer, of Mississippi, said labor 
leaders were doing labor a great disservice when they came be- 
fore the bar of public opinion opposing “legislation which you 
and I were taught was the proper thing.” 

_ Asked by Mr. Colmer whether he would say that no legis- 
lation opposed by labor should be enacted, Mr. Kelley said 
no, he certainly would not. 
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Representative Weiss, of Pennsylvania, another ‘witness, 
said he was inclined to agree with the dissenting opinion of 
Justice Stone in the Teamsters’ case previously cited, and that 
in ordinary times he could not see why labor should object to 
legislation such as that here proposed, but this was not the 
time and that it was impossible to convince workers in war 
plants that the Hobbs bill was not an anti-labor measure. Rep- 
resentative Dies, of Texas, attributed that situation to labor 
union propaganda, and Mr. Weiss agreed, but contended that 
nothing could convince the workers that the bill was not ad- 
verse to their interests. : 

Mr. Summers, in his statement to the committee, said he 
had sounded out public sentiment in many parts of the country 
and averred that “labor is in the greatest imaginable danger 
at this very minute.” He said people did not understand why 
labor should oppose a bill outlawing hijacking. He added that 
he had heard no one say how, under proper administration, 
the bill would injuriously affect labor. He declared that a 
number of years ago management had had too much power, 
that labor subsequently obtained tremendous power very rap- 
idly, and that congressmen now had to pay the role of states- 
men. 

“When these movements get started, it’s the duty of states- 
manship to stop them in the middle,” he said. 


Truck Unloading Delays 


The standing rate committee of the Central States Motor 
Freight Bureau has set for hearing March 10, at the Blackstone 
Hotel, Chicako, docket No. 8053, consisting of a suggested 
detention rule, imposing penalties on shippers and receivers 
holding trucks for loading or unloading beyond a specified free 
time of four hours. The proposed rule is for application at 
origins and destinations in the state of Michigan, and was 
placed on the bureau’s docket by motor carriers at the request 
of a joint trucker-shipper committee of the Detroit Board of 
Commerce (see Traffic World, Feb. 13, p. 384.) 

As originally suggested, the rule would have put a penalty 
of $2 for the first hour’s detention beyond the free time of 
power trucks and tractor-trailer units, and $4 for each addi- 
tional hour, and penalties of $1 and $2 respectively for the 
detention beyond free time of trailers. 

As docketed with the bureau, the rule would put a uni- 
form $2 an hour penalty on shippers and receivers for: the 
detention of vehicles “with or without power units” for the 
first twelve hours beyond the four-hour free period, and a 
penalty of $4 an hour for detention beyond twelve hours. The 
rule would apply between the hours of 7 a. m. and 7 p. m., 
providing, however, that the vehicle be placed for loading or 
unloading by 3 p. m. On vehicles placed after that hour, unless 
accepted by agreement with the shipper or receiver, free time 
would be computed from 7 a. m. the next morning. 

Shippers would pay a penalty of $2 an hour for the time 
between the leaving by a vehicle of the trucker’s terminal and 
its return thereto in cases where shippers called for the vehicle 
but did not use it for transportation service. When weather 
conditions made loading and unloading operations impossible. 
the time of the continuation of those conditions would be added 
to the free time. Shippers and receivers would compensate 
truckers, at the rate of $1.50 a day for each vehicle, where 
plant strikes made impossible the removal of vehicles placed 
for loading or unloading. The detention penalties would not 
apply on Sundays or legal holidays. 

Another proposed detention rule, in more general terms, 
has been placed on the committee’s docket for hearing on the 
same day. It is No. 8000, stated as having been submitted by 
“a carrier operating between the Chicago area and the Pitts- 
burgh area,” with the object of “expediting the loading and 
unloading of equipment.” It proposes a penalty of $2 an hour 
for time in excess of three hours for loading and unloading 
motor vehicles. Such a rule, under the proposal, would be 
inserted in all bureau tariffs. ‘ 


Twin City Plan Arouses Interest 


According to J. George Mann, chairman of the motor trans- 
port committee of the Northwest Shippers’ Advisory Board, the 
plan put in operation by that committee in the Twin City area, 
for reporting undue delays in truck unloading and loading and 
efficiencies in pick-up and delivery services, has created inter- 
est in a number of parts of the country. Mr. Mann says he 
received a dozen requests for detailed information following 
the publication of an article about the work of the committee 
in the Traffic World (February 20, p. 431.) 

“The work of our committee in the northwest is bearing 
fruit,” says he, ‘‘and traffic men all over the country are really 
becoming interested in doing everything they can to promote 
greater efficiency in the use of present transportation facilities 
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available, including both railroad and motor carrier equip- 
ment.” 


Chicago Plan 


The truck vigilance committee set up jointly by truckers 
and shippers in the Chicago area, in cooperation with the U. S. 
Army transportation corps, the O.D.T. and the motor carrier 
bureau of the Commission, has issued in pamphlet form its plan 
for efficient use of motor carrier equipment. In introductory 
remarks, the pamphlet makes a strong plea for cooperation be- 
tween shippers and carriers, such as has ‘“‘proved successful in 
providing a more efficient use of rail equipment,” and asserts 
that, if similar efficiency in truck use cannot be obtained by 
voluntary cooperation, “rules providing heavy penalties for 
failure to promptly release equipment, or drastic orders pro- 
viding for specific use of such equipment, may be found neces- 
sary.” 

Despite the plea for voluntary cooperation, however, the 
report describes reports that “must be made,” and records that 
“shall” be kept, and carries on its cover the notation: “Effec- 
tive March 1, 1942.’’ Motor carriers are required to keep records 
of the time of the dispatch of each vehicle from its terminal, 
the time of arrival on the premises of the shipper and the time 
of release. On less-truckload traffic, drivers are to keep a 
daily pick-up and delivery report, although carriers now re- 
quiring such forms from their drivers may use them in lieu of 
the form A called for in the plan. Generally, similar records 
must be kept on inbound truck traffic. Shippers “will be re- 
quested” to maintain a record of outbound and inbound ship- 
ments of 10,000 pounds and over. They need not keep a time 
record of arrival and departure of motor vehicles, but ‘‘it is 
desirable for them to do so” so their records may be checked 
against those maintained by the truckers. 

Motor carriers must report to the Chicago joint truck in- 
formation office all cases where ‘‘time of arrival at customer’s 
premises and time of release exceeds two hours on dead freight 
or three hours on perishable freight.” Cases where receivers 
refuse to accept shipments when originally offered must be re- 
ported when the delay resulting therefrom plus the time of de- 
tention totals more than the two and three hours mentioned. 
Finally, truckers must report to the joint information office 
those shippers where deliveries cannot be made because they 
do not keep receiving facilities open until 5:00 p.m., Monday 
through Friday, and until 12:00 noon on Saturday. 

The pamphlet explains that the fixed time limitations “are 
for reporting purposes only,” and that they were agreed on at 
conferences of shippers and carriers. The limitations, it con- 
tinues, ‘fare not to be construed as the amount of time to be 
taken in the loading and unloading of each vehicle. Shippers 
should make every effort to allow vehicles access to loading 
and unloading platforms as promptly as possible and to load 
and unload such vehicles in the shortest time possible.” 

These reports are to be sent by the joint information office 
to the chairman of the shippers’ section of the truck vigilance 
committee, by whom, in turn, they are to be submitted to sub- 
committees in the districts in which the offending shippers and 
receivers are located. The shippers’ section of the committee 
will hold meetings “to review reports received and action taken 
to prevent recurring delays or improper use of equipment.” 

The plan is set up to be effective in an area extending from 
Waukegan, IIl., on the north, through Elgin, Aurora and Joliet, 
Ill., on the west and southwest, to Gary, Ind., on the southeast. 
Of this area, the Chicago committee is to have jurisdiction in 
the Chicago commercial zone as defined by the Commission. 
The pamphlet says “other vigilance committees will be created 
in other important communities located within the area.” 

A. H. Schweitert, traffic director, Chicago Association of 
Commerce, is chairman of the shippers’ section of the com- 
mittee. He is also chairman of the car vigilance committee 
of the Midwest Shippers’ Advisory Board. 

Copies of the pamphlet containing the plan were mailed to 
shippers and receivers .of truck freight in the area by Harry 
L. Gormley, regional manager, division of motor transport, 
O. D. T., and to for hire motor carriers by Frank Purse, dis- 
trict director of the Commission’s bureau of motor carriers. 


CHICAGO TRUCK INFORMATION OFFICES 


Directors of the Chicago Joint Information Office said this 
week that the branch office established at the Chicago Union 
Stock Yards February 8 has been averaging about 150 clear- 
ances daily to live stock truckers serving the yards, which they 
say is “very good service” for the office. Approximately that 
number of trucks each day obtains return loads westbound out 
of Chicago, approximately half of which are obtained through 
facilities of the stock yard and downtown information offices. 
Donald A. Beggs has been appointed manager of the branch 
office, and two assistants have been appointed to help him in 


TRAFFIC WORLD 


— a 24-hour daily service (see Traffic World, Feb, 6, 
p. ’ 

The directors said they had designated a number of filling 
stations as additional branch information offices from which 
trucks may obtain clearances in the Chicago area. 

Discontinuance by the board, earlier this month, of its 
collection of service fees, had resulted in greater use of the 
offices facilities by truckers, they said. 


Money for Highways 


The House committee on appropriations, in reporting the 
first deficiency appropriation bill for fiscal year 1943, Feb. 24 
recommended an appropriation of $40,000,000 for the Public 
Roads Administration of the Federal Works Agency to be 
utilized for liquidation of highway contractual authority here- 
tofore granted. Continuing, the committee said: 


This appropriation is pursuant to the general authorization of 
$260,000,000 in section 6 of the defense highway act of 1941, as amended, 
The Administration has authority to enter into contracts for the entire 
amount of $260,000,000 and toward this sum there has heretofore been 
appropriated the sum of $74,600,000. Of this latter sum there remained 
on February 1 a balance of $3,995,221. The amount carried in the 
bill is necessary to make payments on approved projects until June 
30. A summary of amounts by states showing the projects recom- 
mended and certified under the War and Navy departments and those 
for access roads to sources of raw materials will be found on page 
583 of the hearings. 

As of January 31, 1943, the Public Roads Administration had in- 
vestigated and reported on 6,085 miles of access roads, estimated to 
cost $240,000,000. These projects are distributed among 47 of the 
States, Alaska, Hawaii, District of Columbia, Puerto Rico, and the 
Canal Zone. A total of 5,810 miles had been certified, the estimated 
cost of which is $225,000,000, with $210,000,000 to be paid from access 
road funds and the balance to be contributed from state or local funds. 
The major portion of this work is handled by the state highway de- 
partments in the same manner as regular federal-aid work. In the 
case of access roads to sources of raw materials located on lands under 
the jurisdiction of other federal agencies arrangements have been 
made for those agencies, including the Forest Service, Grazing Service, 
and the Indian Service, where they are equipped to do so, to handle 
the work with their own forces. 

The status of the work indicates that plans have been approved 
for projects of a total cost of $175,000,000 and of these contracts have 
been let for approximately $155,000,000. 


M. C. USE OF TRUCKS 


Replying to question raised by Morton E. Smith, of Pied- 
mont, Calif., as to use of truck instead of railroad transporta- 
tion in connection with the movement of lumber from Cottage 
Grove, Ore., to National City, Calif., for shipbuilding purposes, 
F. H. Van Riper, of the Maritime Commission, has advised Mr. 
Smith that as to this particular movement adequate rail trans- 
portation was not available and there was an emergency that 
necessitated the use of “a more expeditious manner of trans- 
portation.” In discussing this matter in Washington Mr. Van 
Riper said that, ordinarily, the shipments would have moved 
by rail but that what was done in this instance was necessary. 


TIRES FOR POWER TRUCKS 


Supplementary order M-15-g, relating to rubber tires for 
industrial power trucks, has been amended by the War Pro- 
duction Board’s director general for operations to permit the 
use of preference rating certificate PD-408 to acquire such tires. 

Several other changes are made in the order, according to 
the W. P. B. They are: 


Replacement tires for industrial power trucks may not be de- 
livered on a metal base band unless a similar band is turned over 


to the deliverer, or unless ihe base band is furnished by the buyer 
of the tire. 


Each application for a preference rating on either PD-408 or PD-1A 
forms for a replacement tire must be accompanied by a certification 
that the tire is needed for replacement within fifteen days of the specl- 
fied delivery date. 

Persons who have been engaged in furnishing tires for industrial 
power trucks are permitted to have inventories not in excess of thirty- 
day needs, under certain restrictions. 

Usable metal base bands for affixing tires must not be destroyed. 


GENERAL TIRE’S 1943 ADVERTISING 


The General Tire and Rubber Company has begun its 1948 
advertising campaign, in newspapers, magazines, and on bill- 
boards, featuring rubber conservation and the importance of 
tire saving until the synthetic rubber program gets well into 
production. Ralph H. Harrington, advertising manager, says he 
believes 1943 to be the critical rubber year and that it is part 
of General’s job “to advise users of the best means to conserve 
the rubber they have.’’ He spoke to dealers in a series of Te 
gional conferences on the program. 
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Petroleum Transportation 


Box car shipments of kerosene in drums to New England 
averaged 18,713 barrels a day in the week ended Feb. 13, an 
increase Of 9,788 barrels a day over the previous week’s aver- 
age, Petroleum Administrator Ickes reported. 

Mr. Ickes said that completion of “the Bayou pipeline 
project,” connecting the Houston-Beaumont refining areas of 
the Texas Gulf coast with the Plantation pipeline at Baton 
Rouge, La., permitted shipment of an additional 30,000 barrels 
a day of gasoline or kerosene by pipeline from the Houston- 
Beaumont area to Greensboro, N. C. 

“The first shipment of what soon will become the greatest 
movement of petroleum by tank car from any single point in 
the world” was loaded Feb. 19 at Norris City, Ill., present 
northern terminus of the world’s largest pipe line, and dis- 
patched to the east, it was announced by the Office of Defense 
Transportation. The announcement said: 


Tank cars operating in O. D. T.-directed solid trains will move 
approximately 50,000 barrels a day from the northern end of the 24- 
inch war emergency pipe line during the first 10 days of the operation. 
Loading at that take-off point will increase to an eventual 250,000 bar- 
rels a day, and an additional 50,000 barrels will flow through connecting 
lines to other terminals in Illinois for transshipment to the east by rail. 

The total tank car movement of petroleum and petroleum products 
to the 17 eastern states comprising district 1 will be boosted some 
120,000 barrels daily as the result of the shortening of the symbol train 
haul. 
Meanwhile, work continues at a rapid pace in the extension of the 
“pig inch’’ line to the New York and Philadelphia areas. 

Loading facilities at Norris City capable of handling a total of ap- 
proximately 1,160 tank cars every day also are being rushed to com- 
pletion. They will include three loading racks—capable of handling 
a total of 254 cars at a time—and sixteen single-car outlets. 

Storage tanks which will hold 1,280,000 barrels are expected to be 
completed at Norris City by May 1. 

Tank cars loaded at Norris City today are carrying crude oil, most 
of which is destined for the New York and Philadelphia harbor dis- 
tricts. Some, however, will go to New England destinations, especially 
Boston and Providence, although this movement must be restricted to 
points at which refineries are located. 

Later tank cars will take from the Norris City outlet alternating 
batches of furnace oil and crude. Some 50,000 barrels a day of this 
crude will move beyond Norris City by connecting pipe lines of the 
Ohio Pipe Line Co. and the Ohio Oil Co., to terminals at Bridgeport, 
McLeansboro, Benton, and Martinsville, Ill., for transshipment to the 
east by tank car. 

The furnace oil shipments will move to Boston and Fore River, 
Mass.; Providence, R. I.; Bayonne and Linden, N. J.; Staten Island, 


N. Y.; and other points in Pennsylvania, New Jersey, and upper New 
York. 


Jesse Jones, Secretary of Commerce, has announced that 
Defense Plant Corporation, R. F. C. subsidiary, on recommen- 
dation of the Petroleum Administration for War, has agreed to 
purchase the existing natural gas transmission line, owned by 
Houston Gulf Gas Co., extending from Refugio to Pierce Junc- 
tion, Tex. The line is about 154 miles long and the acquisition 
cost will be approximately $2,625,000. It will connect existing 
oil pipelines between Corpus Christi and Longview, Tex., and 
will be operated to supply a part of the daily requirements for 
oil to be carried through the pipeline from Longview, Tex., to 
Norris City, Ill., and the New York-Philadelphia area. 

Petroleum Administrator Ickes announced at his press con- 

ference, Feb. 25, that deliveries of petroleum and its products 
by tank car to the east coast for the week ended Feb. 20 aver- 
aged 820,553 barrels a day, and added that 900,000 barrels a 
day would be brought in on the average, “when we get the full 
benefit of the pipeline deliveries.” 
He said that oil would be flowing through the Florida pipe- 
line in a few days. The line would operate as a common carrier, 
he said, and that the petroleum administration had total com- 
mitments of 30,000 barrels a day. 

Concerning the 20-inch pipeline from Texas to the east 
coast, Mr. Ickes said that his office had announced that the 
southwestern leg would be constructed first, but that he had 
ordered the matter reconsidered, and that in a conference with 
the industry on Feb. 26 he would “hear both sides” of the 
question as to whether the eastern leg or the southwestern leg 
should be constructed first. Materials had been allocated for the 
Southwestern leg, he said, but added that the same materials 
could be used for the eastern leg, although more of them would 
be required. 

Mr. Ickes said that recently the members of the Petroleum 
War Council, the industry advisory committee, had reached an 
agreement on a price raise after two years of study. 

“Our people are studying the suggestions,” he said. 

_ There was, he said, an order “going around Washington,” 
Which proposed conferring on him approximately the same 
Power as solid fuels coordinator that he possessed as oil ad- 
ministrator. It was explained that the order conferring his 
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powers as petroleum administrator had been circulated in offi- 
cial circles for purposes of discussion, and that this procedure 
was being followed in connection with the proposed solid fuel 
order. 

Asked about a possible interruption in the production of 
bituminous coal, in connection with discussions between the 
producers and labor in March, Mr. Ickes said that some rail- 
roads would be seriously affected within ten days if such an 
interruption were to occur. 


Petroleum and Rubber Controls 


Several recommendations for increasing the flow of petro- 
leum and its products to the eastern seaboard area, proposed 
changes in the gasoline rationing program administered by the 
Office of Price Administration, and suggestions and criticisms 
with respect to the restrictions imposed on commercial motor 
vehicles by the Office of Defense ‘Transportation were offered 
in an additional report of the Senate’s special committee to in- 
vestigate gasoline and fuel oil shortages. The report was is- 
sued Feb. 22. Senator Maloney, of Connecticut, is chairman 
of the committee, and its other members are Senators Radcliffe, 
of Maryland; O’Daniel, of Texas; Barbour, of New Jersey, and 
surton, of Ohio. 

As to tank car transportation of oil to the east, the com- 
mittee said that consideration should be given to the pooling 
ot oil for transportation, ‘discontinuing the present practice 
of specifically earmarked individual shipments by companies to 
specific consumers. It cited testimony by J. J. Pelley, presi- 
dent of the Association of American Railroads, that ‘‘one rea- 
son there are so few solid trains carrying fuel oil to the east” 
was the large number of shipments and the diversity of points 
of destination. 

“As a result,” said the committee, “single oil cars are put 
into trains carrying other types of freight and considerable 
time is lost in handling. Mr. Pelley agreed that if oil from the 
various companies could all be pooled and made up into solid 
trains which would then proceed to the places where the oil is 
needed without regard to the destination determined by the 
shipper, there could be some improvement. . . A Shipper would 
simply deliver the oil to the railroad and the consignee would 
receive a document entitling him to a specific quantity of a 
certain type of oil, but not necessarily to any particular tank 
car full of oil. In this way tank cars could be moved with re- 
gard to the railroad’s facilities and the requirements of each 
region.” 

With increases in efficiency of petroleum transport by 
railroads and with a shorter rail haul resulting from comple- 
tion of the 24-inch pipeline to Norris City, Ill., tank car de- 
liveries to the eastern seaboard states should rise to about 
900,000 barrels a day, the committee estimated. It said that 
with additional usage of barges, ocean tankers and various 
makeshifts, and with a continuance of strict rationing it was 
conceivable that by next winter the present deficit in the east 
might be transformed into an excess of 150,000 or more bar- 
rels a day, but that further tanker losses or additional require- 
ments for the armed forces could easily wipe out this antici- 
pated surplus and turn it into a shortage. 

The committee urged centralization of administrative au- 
thority over the petroleum industry in a single head, with 
power to issue directives to other departments. It advocated 
active cooperation between the army and the navy, on the 
one hand, and the Petroleum Administration for War, on the 
other, so as to avoid situations such as the “severe crisis dur- 
ing the latter part of December, 1942” (see Traffic World, 
Dec. 19, p. 1478, and Dec. 26, p. 1519). 

In a discussion of gasoline rationing difficulties encoun- 
tered by the O. P. A., the committee said that the director of 
the O. P. A. automotive supply rationing division had admitted 
to it that he did not know how many ration coupons were out- 
standing. It said that because there was no shortage of re- 
claimed rubber suitable for recapping passenger automobile 
tires at the present time, every consideration should be given 
to allowing all the mileage possible to drivers outside of dis- 
trict No. 1 (the eastern seaboard area). 

Dealing with the mileage rationing program for commer- 
cial vehicle, the committee recited some of the troubles the 
O. D. T. had had with respect to questionnaires and issuance 
of Certificates of War Necessity. In that connection, it said: 

To handle the complex problem of deciding how much of a truck 
operator’s mileage was actually necessary under efficient operating 
conditions, a large clerical staff was recruited in Detroit. A large 
part of the personnel possessed only very limited education. Wages 
were low, and would not attract more qualified persons in an area 
like Detroit where a labor shortage exists. The Office of Defense 
Transportation admits an error of as high as 5 per cent, and this 
seems to the committee to be conservative. 

As soon as the farmers and small truckers began to receive their 
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Certificates of War Necessity, a wave of protest arose which compelled 
the Office of Defense Transportation to permit the local war boards 
of the Department of Agriculture, in the case of the farmers, and the 
local ration boards, in the case of commercial operators, to issue tem- 
porary rations until Feb. 1. Neither the O. P. A. nor the O. D. T. 
appears to have an accurate idea of the amount of coupons which 
were issued, and the resultant situation is chaotic from the standpoint 
of attempting to calculate the demand for gasoline. 

For a permanent rationing system the O. D. T. proposes to leave 
the farmers in the hands of the local war boards and to handle truck 
applications at its own district offices, turning the Certificates of War 
Necessity over to the ration boards for their actual issuance of the 
coupons. There is no reason to believe that the system has resulted 
or will result in increased efiiciency in operations. The regulations with 
respect to increasing truck efficiency could be enforced more directly 
without making an effort to calculate the amount of gasoline the indi- 
vidual saves and to cut his ration accordingly. This results in a 
complicated operation and could just as easily be achieved by specific 
order to the trucker. The system has not worked as a check on the 
amount of gasoline outstanding and has in fact become one of the 
primary sources of black-market coupons. 

The committee believes that truckers should be allowed as much 
mileage as they can show they actually need and that specific regula- 
tions should be designed to enforce efficiency. 


Truck Transport of Luxuries 


The committee advocated that ‘‘the necessity of eliminat- 
ing certain types of trucking operations as a result of the tire 
shortage” be considered seriously by the O. D. T. So far, it 
said, no system for reducing gasoline consumption of trucks 
engaged in transporting luxuries had been proposed. It said 
the O. D. T. had conceded that rationing on the basis of com- 
modities carried would require a revised rationing plan. The 
committee suggested that restriction of transportation of lux- 
uries, as a result of the tire shortage, might be accomplished 
by direct prohibition rather than by gasoline rationing. It 
added that trucks should not be permitted to operate on a 
curtailed basis to carry luxuries, or to lie idle, but should be 
transferred to the transportation of essential goods, in the 
event that the rubber and replacement parts situation required 
such a change. 

As to improvement of public passenger transportation fa- 
cilities, the committee urged utilization of abandoned transpor- 
tation lines “and all other equipment which could possibly be 
put in use.” It said experts should be found to analyze each 
critical area and propose a plan for handling its problems. 


TIRE RATIONING 


A reduction in the quota of truck tires for March as com- 
pared with February and an increase in the truck tire recap- 
ping quota has been announced by the Office of Price Admin- 
istration. Tire quotas are assigned each month by the Office 
of Rubber Director to O. P. A. for allocation among the states 
and territories. 

The truck tire allotment cut follows relatively large quotas 
in December and January, which were provided as a measure 
to fill accumulated applications from eligible vehicle operators. 
Since this had the effect of building up the supply of recap- 
pable truck tire carcasses, the recapping quota increase should 
serve to keep essential transportation units operating with the 
least possible expenditure of rubber, O. P. A. explained. 

Comparison of truck tire, tube and recapping quotas for 
March with the February allotments follows: 


Tires 


Recapping Services Tubes 
ER eT 299,000 60,000 292,100 
ee re 345,122 345,065 298,935 


0. P. A. Fixes Barge Oil Rates 


Maximum charges for barge shipment of petroleum and 
petroleum products for distances of 150 miles and over by 
carriers other than common carriers on the Gulf intracoastal 
waterway have been established by the Office of Price Ad- 
ministration, effective Feb. 19. 

The maximum rates and accompanying rules and regula- 
tions were based substantially on rates and regulations in ef- 
fect in March, 1942, for the principal operators, said the O. P. 
A., and the specific ceilings, therefore, would have little effect 
on the cost of petroleum transportation. It said that the rates 
had been approved by the Gulf intracoastal waterway advisory 
committee to O. P. A. 


Specific maximum charges are established as follows (rates 
in mills a net ton a mile): Minimum cargo 16,000 barrels, for 
150 miles to, but not including, 300 miles, towing only 3.70, 
and tugs and barges, 5.60; minimum cargo 24,000 barrels, tow- 
ing only, 3, and tugs and barges 4.50. For 300 miles and 
over, minimum cargo 16,000 barrels, towing only, 3.50, and 
tugs and barges, 5.30; minimum cargo, 24,000 barrels, towing 
only, 2.80, and tugs and barges, 4.25. 
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The charges are set forth in amendment 118 to supple. 
mentary regulation 14 to the general maximum price regula. 
tion. In its explanatory statement the O. P. A., in part, saiq: 


. The amendment establishes the maximum charges in terms of top. 
miles, which provides a ready method for determining ceilings ye. 
gardless of whether stops were made at a given point on the waterway 
in March, 1942. The normal rate is based on minimum cargoes of 
24,000 barrels. A higher charge is made for shipment in smaller 
quantities which is intended to reflect the actual cost to the operators 
of transporting the smaller quantities. 

The maximums specified in the amendment apply when the carrier 
supplies both tugs and barges. A reduction of approximately one-thirg 
is made in the rates when only a towing service is supplied. 

The present amendment does not apply to shipments for distances 
of less than 150 miles. For. the time*being, maximum charges for these 
shipments will be fixed under the general maximum price regulation, 
O. P. A. is making a thorough study of the present operating anq 
pricing practices in short hauls, and it is anticipated that specific 
maximum for these will be established when the study is completed, 

The Gulf Intracoastal Waterway extends from Corpus Christi, 
Texas, to Florida. The rates established in amendment apply to ali 
points along the waterway and to shipments on the Mississippi River; 
extending up as far as North Baton Rouge, La. 


PETROLEUM RATE CHANGES OUT 


The Commission has discontinued its investigation in I, 
and S. No. 5162, Petroleum and Products to the East, follow- 
ing cancellation by the railroads of their schedules under sus- 
pension. The railroads had advised the Commission that they 
were withdrawing the proposed petroleum rate changes, con- 
tinuing in effect until June 30, 1943, existing rates (see Traffic 
World, Dec. 12, p. 1415). 


JEFFERS AND RUBBER PROGRAM 


Secretary Jones, of the Commerce Department, has an- 
nounced establishment of the Rubber Development Corporation, 
a subsidiary of the Reconstruction Finance Corporation, to take 
over the federal government’s program for development and 
procurement of natural rubber, “principally in Latin America.” 
In a letter to Rubber Director Jeffers, Mr. Jones said that the 
Rubber Development Corporation would “take over and assume 
the problem of developing and acquiring natural rubber and 
related products from foreign sources, thus separating the crude 
rubber program from the synthetic, which will continue to be 
handled by Rubber Reserve Co.” 


PIPE LINE STATISTICS 


Large oil pipe line companies—carriers having annual 
operating revenues of more than $500,000—reported total 
transportation revenue of $59,910,471 for the fourth quarter 
of 1942 as compared with $60,747,813 for the comparable 1941 
period, a decrease of 1.4 per cent, according to a compilation 
by the Commission’s Bureau of Transport Economics and 
Statistics of transportation revenue and traffic of 44 of such 
companies. Oil originated on line and received from connec- 
tions totaled 422,669,598 barrels for the fourth quarter of 1942 
as against 413,514,033 barrels for the corresponding 1941 period. 


TRUCK AND BUS MAINTENANCE 


Establishment of automotive maintenance advisory con- 
mittees throughout the country, to deal with problems growing 
out of shortages of motor vehicle parts and manpower, is being 
sponsored by the Office of Defense Transportation, according 
to an O. D. T. announcement. The original committees, said 
the O. D. T., were to be appointed on a temporary basis, to aid 
it in organizing permanent maintenance committees. Members 
of the permanent committees, it added, would represent seven 
different branches of the automotive industry, including pr'- 
vate and for-hire carriers, truck factory branches, truck and 
automobile dealers, garages and parts jobbers. 

The O. D. T. said it had asked each of its district officers to 
designate one staff member as “maintenance specialist.” One 
of his duties, it said, would be to cooperate with the War Pro- 
duction Board’s automotive branch field force in locating used 
parts and organizing used parts yards and in obtaining essen- 
tial new parts for trucks laid up because of a lack of parts. 
Duties of the district maintenance advisory committee, accord- 
ing to the O. D. T., will include rendering assistance to auto- 
motive, tire, parts and oil companies cooperating in the U. S. 
Truck Conservation Corps in promoting greater interest In 
preventive maintenance among vehicle owners, drivers and 
mechanics, and helping dealers, garage owners, jobbers and 
other maintenance organizations to develop training programs 
for mechanics and drivers. 

To keep irreplacable automotive equipment rolling, prompt 


expansion of preventive maintenance programs was important, 
the O. D. T. said. 
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9. D. T. Sees Traffic Delays 


Serious delays in the movement and delivery of bulk com- 
modities by rail “threaten to occur” in 1943 as the result of 
“tight situations in the supply of open-top freight cars and rail- 
road motive power,” according to the Office of Defense Trans- 
portation. 


“Such stringencies are likely to appear more frequently, 
and be of longer duration, this year than in 1942,” it said. 

As to the rolling stock situation, the O. D. T. said the War 
production Board had authorized delivery to the railroads of 
17,388 new hopper and gondola cars and 100 diesel switch en- 
gines in the first six months of 1943, and delivery of 250 steam 
locomotives and 36 diesel locomotives for road freight service 
in the first eight months of this year. The hopper and gondola 
cars are part of the 20,000 open-top cars the W. P. B. said might 
pe built the first six months this year. Delivery of approxi- 
mately 19,000 of the 20,000 cars has been authorized, it is 
understood. 


If additional equipment were not authorized, however, said 
the O. D. T., and if other measures failed to relieve materially 
the motive-power and open-top car stringencies, it might be- 
come necessary to adopt some system of freight priorities, in 
order to protect the production and movement of essential prod- 
ucts. In its statement the O. D. T. also said: 


More severe car and locomotive stringencies are expected to 
develop, partly because of increases in the volume of freight moving 
in open-top cars and in the distances it must be hauled and partly 
because of other factors affecting the motive-power and car-supply 
situation. Considerably more than half of all freight moved by the 
railroads is carried in open-top cars. 

According to O. D. T. estimates, open-top carloadings, exclusive 
of loadings of ore in ore cars, will total 19,678,000 cars in 1943, as 
against 19,297,000 in 1942. The tonnage included in the 1943 loadings 
is estimated at 1,003,485,000 net tons, compared with 981,495,000 tons 
for 1942. 

Loadings and tonnage of most commodities moving in open-top 
cars are expected to rise in 1943. The only substantial decline an- 
ticipated is in sand, gravel, and stone, reflecting the near-completion 
of war construction programs. But that decline is more than offset 
by estimated increases in coal movements alone. Material increases 
are expected also in loadings of iron ore and iron and steel manu- 
factures. 

While estimated increases in total open-car carloadings and ton- 
nage are relatively small, those increases indicate only partially the 
size of the additional burden which 1943 open-top car traffic will 
impose on available car supplies and motive power. Many shipments 
in open-top cars, for example, will have to be moved over longer 
distances, tying up cars and locomotives for a longer period of time. 


Coal Cars 


This situation particularly affects car-supply problems in the case 
of coal cars. There has been a constantly increasing length of rail- 
haul on bituminous coal brought about by reduction in the normal 
movement by water and by increases in coal consumption resulting 
from conversion from oil and gas to coal. The rail-haul for coal has 
been lengthened also by reason of the fact that, because of more 
intensive industrial activity, coal now has to be shipped from a dis- 
tance to make up deficiencies in certain areas whose requirements 
formerly were met entirely by the production of nearby mines. 

The O. D. T. has estimated that increased rail transportation due 
to these causes amounted to 60,000,000 car-miles in 1942 and that 
transportation of bituminous and anthracite coal will require from 
225,000,000 to 240,000,000 more car-miles of service in 1943 than in 
1942. Increased rail-haul is anticipated also on various other com- 
modities. 

Shifting of Traffic 


O. D. T. officials said that certain expected shifts in freight move- 
ment from less active traffic areas to regions of more concentrated 
traffic would tend to increase turn-around time for cars and locomo- 
tives, thus placing additional strain on existing equipment supply. Use 
of an increasing number of flat cars and gondola cars in military move- 
Ments, they added, was reducing the supply of such cars available 
for regular service. At the same time, rubber and manpower short- 
ages could be expected to cause shifting of a rising volume of freight 
from motor trucks to the railroads. 

0. D. T. officials were of the opinion that, because of the heavy 
service to which railroad equipment is now being subjected, an in- 
creasing number of locomotives and cars will have to be withdrawn 
for overhaul and repair during 1943. The time required for such work 
May be longer than usual, they said, in view of labor shortages and 
in view of the fact that numerous railroad shops are working to the 
Maximum of their plant capacity. 

The O. D. T. asserted that various efforts were being made to 
alleviate threatened car and motive-power stringencies. Steps taken 
to bring about heavier loading of freight cars, to reduce empty-car 
Movements and excess hauling, and to spread out seasonal movements 
of such commodities as coal, were mentioned in this connection. 


Coal to New England 


New England anthracite coal requirements for 1943 are expected 
‘o exceed substantially the 1942 deliveries of 7,093,000 tons. Bitu- 
minous coal requirements for New England are estimated at 27,- 
000,000 tons, compared with 1942 deliveries of 23,189,000 tons. More 
than one-half of the bituminous coal and nearly all of the anthracite 
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for New England is now expected to move by all-rail routes, the 
remainder moving by water from New York and Hampton Roads. 

O. D. T. officials hold that the all-rail movement can be accom- 
plished without difficulty, provided 70 per cent of the total is moved 
between April 1 end November 15. A similar forecast is made with 
respect to the rail-water movement through New York, with the 
qualification that occurrence of a manpower shortage might seriously 
affect the volume of coal that could be transferred at that port. 
The movement via Hampton Roads is expected to be limited only 
by the number of colliers in operation. 


State Barriers to Traffic 


In a nation-wide drive against state barriers impeding war 
traffic, the Office of Defense Transportation has proposed to 
the 44 state legislatures in session this year an emergency 
transportation act, Director Eastman has announced. 

The Council of State Governments, which aided the O. D. 
T. and the Department of Justice in drawing up the bill, sub- 
mitted the proposal to the legislatures in its report, “Suggested 
State War Legislation for 1943.” 

The bill would empower a state governor to act swiftly to 
facilitate the movement of persons and property in the state 
and to act in concert with federal agencies in the removal of 
barriers impeding the war effort. 

Specifically, the bill would confer on the governor flexible 


authority to take emergency action with reference to the fol- 
lowing: 


1. Staggered hours of employment to facilitate transportation to 
and from places of employment; 2. maximum rates of speed for motor 
vehicles; 3. sizes and weights of motor vehicles which may be per- 
mitted to use state highways; 4. suspension of statutes or regulations 
requiring licenses or fees for the entry and operation of a motor 
vehicle licensed in another state; 5. conservation of vital equipment, 
materials, and supplies, especially rubber. 


Mr. Eastman reported that most states had cooperated in 
efforts to overcome state barriers in one way or another. Most 
actions to relax state regulations, he said, were taken at his 
request by governors, occasionally with “doubtful” statutory 
authority for such action. The time had come, he said, to for- 
malize these actions with appropriate legislation. 

In many instances, the O. D. T. director said, governors 
had been unable to take action to remove, suspend or relax 
state regulations which hindered the transportation of materials 
across their states. 

In a midwestern state, for example, a trucking company 
was making a rush delivery of machinery from one war plant 
to another. The length of the material transported was ex- 
cessive, with the result that state enforcement officers were 
oe to arrest the driver and fine him for violating the state 
aw. 

In an eastern state, a tank truck transport company 
needed to use tandem tanks to move asphalt to a naval airport 
site, but state law prohibited operation of a combination of 
more than two vehicles. In view of the emergency, a request 
was made to state authorities for a special permit. The an- 
swer, said the O. D. T., was typical of many received under 
similar circumstances: 


We should like to cooperate and take the action requested by the 


federal government, but our state laws prohibit such administrative 
action. 


The laws of some states permit entry of gasoline trans- 
ports between 7 a. m. and 6 p. m. only. Others limit the op- 
erations of petroleum trucks in certain so-called fire districts, 
without provision for relaxation of restrictions when adequate 
safety measures have been taken. 

In only one state, New Jersey, has a system of staggered 
hours been established by executive authority. O. D. T. offi- 
cials believe that increasingly heavy burdens of existing local 
transit systems will require that the practice of staggering the 
hours of students, workers, and others be adopted much more 
generally, if adequate transportation services are to be main- 
tained. Such emergency measures, officials assert, should be 
supported by executive authority granted by legislative action. 

Group riding, essential if rubber is to be conserved, places 
motorists of some states in a category requiring public utility 
licenses, if the drivers charge their fellow workers for the 
service. 

Mr. Eastman reported a whole-hearted response on the 
part of state governors to implement the 35-mile-an-hour speed 
limit, but in many instances action had to be limited to patriotic 
appeals. 

Effective action in these and countless other instances was 
impossible because state legislative bodies were not in sessior 
or for other reasons were not able to take moves quickly to 
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meet the war emergencies, and state governors had no statutory 
authority to take action themselves, it was pointed out. 

Through the Council of State Governments, Mr. Eastman 
urged the 44 state legislatures to adopt legislation which would 
authorize the state governors to take steps to meet emergency 
situations in wartime transportation. 


0. D. T. Motor Interpretations 


Applicability of exemptions pertaining to the armed forces 
in General Orders O. D. T. 3, 6, 17, 21, and 23 was explained 
in a series of interpretations issued by Jack Garrett Scott, gen- 
eral counsel of O. D. T., as follows: 


Question 1: Within the meaning of the pertinent orders above men- 
tioned, when is a passenger vehicle or a motor truck to be considered 
as ‘‘operated under direction of’’ or ‘‘under the direction of’’ the armed 
forces? 

Decision: Within the meaning of the pertinent orders, a passenger 
vehicle or a motor truck may be considered as ‘‘operated under direc- 
tion of’’ or ‘‘under the direction of’’ the armed forces only when the 
truck is operated under such direct supervision, and subject to such 
direction, of a member or agent of the forces, as pertains to its time, 
place, and manner of operation, the routes to be traveled, and the 
transportation service to be performed, by it. The exercise of such 
supervision and direction must be legally binding upon the owners or 
operators of the vehicles. An order for the delivery of goods with 
directions as to time, place, and manner of delivery, which directions 
the delivering carrier is free to ignore or to comply with is not suf- 
ficient. 

A motor vehicle owned by the armed forces and leased to a private 
operator for operation by him as an independent contractor is not to 
be regarded as operated under the direction of the armed forces. 


Question 2: Within the meaning of the pertinent orders above men- 
tioned, when is a passenger vehicle or a motor truck to be considered 
as ‘“‘controlled by’’ the armed forces? 


Decision: Within the meaning of the pertinent orders, a passenger 
vehicle 6r a motor truck may be considered as ‘‘controlled by’’ the 
armed forces only when they have immediate possession or the right 
to immediate possession thereof for the uses and purposes of the 
forces. Aside from ownership, such possession or right to possession 
may spring from a lease, a contract of purchase, requisition, or the 
surrender of possession by the owner to the forces for their uses and 
purposes. Within the meanings of the orders, particularly Order 
O. D. T. 17, control of a truck is to be distinguished from control of 
its operations. The latter dves not necessarily involve possession of 
the truck. In other words, control of a truck, within the contempla- 
tion of the orders, involves a proprietary interest in the truck such 
as attaches to ownership, possession under lease, or other legal pos- 
session. 

Question 3: Within the meaning of the provisions of the pertinent 
orders above mentiored, when is a passenger vehicle or a motor truck 
to be considered as ‘‘operated by’’ the armed forces? 


Decision: Within the meaning of the pertinent orders, a passenger 


vehicle or motor truck may be considered as ‘‘operated by’’ the armed 
forces only when it is driven or operated by a member, agent or em- 
ploye thereof. 


0. D. T. Speed Limit Revision 


Motor carriers engaged in making emergency deliveries 
for the army, navy, Maritime Commission and War Shipping 
Administration may, on and after March 1, operate their 
trucks in excess of 35 miles an hour and may disregard cer- 
tain-other O. D, T. restrictions, provided the vehicles carry 
certificates of exemption and display pennants indicating they 
are engaged in emergency service, the Office of Defense Trans- 
portation has announced. 

The O. D. T. granted authority for such departure from 
the 35-mile speed limit previously prescribed by it, by issuance 
of three general permits and one exemption order. General 
permit O. D. T. 3, Revised-7, applies to motor common car- 
riers; general permit O. D. T. 6-10 applies to local delivery 
carriers; general permit O. D. T. 17-20 covers motor carriers 
of property, not otherwise exempt, and exemption order 
O. D. T. 23-2 amends the O. D. T. speed limit order. 

“The action was taken,” said the O. D. T., “on the petition 
of the War Department and the other agencies to speed up 
emergency deliveries of war supplies and has the approval 
of Rubber Director William M. Jeffers for a 60-day trial pe- 
riod. During that time, the O. D. T. will maintain a con- 
tinuous check on the degree of compliance and will study the 
effect of the order on operating efficiency.” 

Director Eastman said report had reached his office that 
the O. D. T. speed limit order was slowing up certain emer- 
gency shipments of war supplies and that for that reason the 
‘order was being modified on a trial basis with respect to such 
movements. He said the exemption did not mean the lifting 
of the 35-mile speed limit for any other form of motor traffic. 

O. D. T. restrictions on overloading, underloading, haul- 
ing over circuitous routes, call-backs and limited deliveries 
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also were lifted on trucks carrying emergency loads for the 
four agencies named, the O. D. T. said. It added: 


Emergency pennants must be displayed by trucks exceeding the 
thirty-five mile speed limit while delivering emergency supplies for any 
of the four agencies or industries serving them. Certificates of exemp- 
tion must also be carried on the vehicles. If exempted operations @ 
not require speed in excess of thirty-five miles an hour, certificates 
must be carried but the pennants must not be displayed. 

Motor carriers performing expedited service may obtain certificates 
of exemption at O. D. T. district offices, from state motor trucks aggo. 
ciations affiliated with the American Trucking Associations, Inc., ang 
from offices of the army air forces, the traffic control division of the 
transportation corps, the Maritime Commission and the War Shipping 
Administration. Truck operators may purchase ‘‘V Emergency Pep. 
nants’’ from state trucking associations affiliated with the American 
Trucking Associations, Inc. Should an operator require a pennant on 
short notice, however, one may be loaned him by any of the four 
agencies, with the understanding that it be returned immediately upon 
completion of the trip. 

The one-tear requisition form issued by a government agency when 
the expedited shipment moves on a government bill of lading and by the 
nearest O. D. T. district office when the shipment moves on a com. 
mercial bill of lading, will serve as the operator’s authority to obtain 
certificates of exemption and emergency pennants from the nearest 
supply point. Before transporting the shipment, the operator must fill 
out the form and must carry the certificate on his vehicle during the 
operation. Within forty-eight hours after delivery, the certificate must 
be returned to the O. D. T. district office in which the home office 
or principal place of business of the operator is located. 


GASOLINE FOR TRUCKS, ETC. 


Moving to simplify rationing procedure further, say the 
Office of Price Administration and the Office of Defense Trans- 
portation, arrangements have been made for the mailing of 
third and fourth quarter transport rations to all commercial 
motor vehicle operators who hold single-unit Certificates of 
War Necessity. Continuing, they said: 


This means that after July 1, 1943, only 243,000 of the nation’s 
3% million truck, bus, and taxicab operators need to appear personally 
before the war price and rationing boards for the quarterly renewal 
of their gasoline rations. Gasoline coupons cannot be mailed to this 
group, which holds fleet-unit certificates, because fleet rations are 
usually issued in such large quantities as to made mailing hazardous 
and difficult. 

However, fleet operators will be notified by their rationing boards 
when their gasoline coupons are ready, and they may then pick them 
up without delay or the use of further application forms. 

So that local rationing boards may prepare gasoline rations for 
mailing, it will be necessary for holders of O. D. T. Certificates of 
War Necessity to present their certificates to their ration boards once 
before July 1. At the time the certificate is presented, the operator's 
quarterly allotments, as they appear on the certificate for the full 
calendar year, will be recorded. 

In the event of changes, corrections or appeals to an operator's 
certificate the O. D. T. office handling the matter should also be noti- 
fied of the address of the operator’s local war price and rationing 
board, so that the board may be advised of any change by O. D. T. 
in value of the certificate. 

The new procedure, which is contained in amendment 25 to O. P.A. 
ration order 5C, effective March 2, will be particularly convenient to 
farmers and other commercial vehicle operators who may live a con- 
siderable distance from their local rationing board. 

Similar action was taken by O. P. A. recently to provide for the 
mail renewal of passenger car mileage rations. 


TRUCKING MANPOWER SHORTAGE 


“Existing and anticipated manpower shortages which con- 
front the trucking industry have been indicated in surveys now 
under way in a number of cities where local management-labor 
committees have been established by the management-labor 
committee for the industry,” said Otto S. Beyer, director of the 
division of transport personnel, Office of Defense Transporta- 
tion, adding: 


Late last year the committees were established to study labor 
shortages and potential labor reserves in twenty-five key cities. Their 
function was later extended to consideration of the need for training 
new personnel, and programs for the conservation of equipment have 
also been started by several committees. 


A growing shortage of truck operators and mechanics has been 
reported by eleven of the twenty-five committees. In some sections, 
trucking companies also have experienced difficulty in hiring platform 
workers and dispatchers, and in at least one area the shortage has 
spread to clerical help. 


Campaigns to bolster the employment ranks of the industry have 
already been started by a number of committees, and establishment 
of training programs is now being considered in several areas. Pro- 
posals that the industry employ women as drivers of light trucks and 
that the services of Negroes be more fully utilized have also been 
submitted. 

The eleven committees which have reported to date have been set 
up in the following cities: Chicago, Hartford, Louisville, Ky.; Clev& 
land, St. Louis, Philadelphia, Denver, Cincinnati, Kansas City, Akron 
and Buffalo. Local management labor committees have also been estab- 
lished in Baltimore, Bosten, Columbus, Detroit, Los Angeles, Minne 
apolis, New York, Oakland, Pittsburgh, Portland, Ore.; Salt Lake City, 
San Diego, San Francisco and Seattle. 
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Rail-Track Coordination 


Studies looking to more efficient use “of the nation’s hard- 
pressed transportation facilities’ through improved coordina- 
tion of railway and motor transport, begun several months ago, 
were being continued by the Office of Defense Transportation, 
in cooperation with representatives of the two industries and 
the shipping public, Director Eastman said Feb. 22. 

Mr. Eastman asserted, however, that no proposal to achieve 
this end had yet been approved for adoption. All suggestions, 
he said, were “‘still in the discussion stage,” and none “will be 
adopted without careful examination or without full under- 
standing between the O. D. T. and the transportation industries 
and the shipping public.” 

Explaining the purpose of the studies, he said that the 
prospect of further growth of the mountains of freight that 
must be moved with limited facilities had made necessary the 
careful exploration of all proposals for more complete use of 
the existing transportation plant. 

The war program, he pointed out, “has visited upon the 
transportation industries enormous traffic increases and short- 
ages of facilities, equipment, and manpower which would have 
resulted in chaos months ago if both rail and truck operating 
efficiency had not been increased many times.” 

The field of rail-truck coordination, he reported, was one 
in which considerable progress had been made by the two in- 
dustries themselves, but one in which “much more improvement 
is possible.” 

In general, the proposals studied by the O. D. T. for rail- 
truck coordination had been designed to bring about the trans- 
portation of each type of traffic by the agency best adapted to 
move it, said the O. D. T., adding: 


A major proposal under consideration is the use generally of trucks 
for movements within terminal areas and for short hauls, and the utili- 
zation of the rails for longer hauls. 

To determine the possibilities in this field, the O. D. T. has placed 
traffic specialists in Boston, New York, Philadelphia, Cleveland, Cin- 
cinnati, Atlanta, New Orleans, Chicago, St. Paul and Minneapolis, 
St. Louis, and Dallas to study utilization of facilities in general and 
rail-truck coordination in particular. In addition to reporting to the 
0. D. T. on conditions, these field men have assisted the carriers in 
effecting improvements in specific instances. 

Advisory committees, made up of shipper representatives and 
established at the request of the O. D. T. divisions of railway and 
motor transport at all the large rail terminals in the country, for 
several months have been conducting studies of intra-terminal and 
short-haul operations and long-haul operations in which rai! and truck 
movements are unbalanced in opposite directions. 

In the instance of Chicago and the Twin Cities, Minn., about 400 
miles apart, the rail traffic of wheat and other commodities from the 
Twin Cities to Chicago is heavy, while there is a considerable flow 
of empty cars in the opposite direction. Trucks, meanwhile, carry 


finished products from Chicago to the Twin Cities and return largely 
empty. 


Much the same condition exists in the utilization of transportation 


facilities for the movement of traffic between Chicago and such points 
as St. Louis and Qmaha. The operation of loaded and empty rail and 
truck equipment, in opposite directions, also is apparent in the move- 
ment of traffic into and out of the New England states, Pittsburgh and 
other sections of the country. 

To the extent to which the rails could be utilized for the long- 
haul movement of freight now rolling on the highways in these in- 
stances, O. D. T. officials point out, trucks could be released for the 
Shorter hauls for which their efficiency exceeds that of railroad cars. 

They could, for example, be diverted to operations in the Chicago 
terminal area, releasing cars now moving intra-city traffic. A recent 
survey by an O. D. T. joint committee revealed that approximately 
1,000 freight car days could be saved every day by the substitution 
of trucks for about 250 of the rail cars operating in short hauls within 
the Chicago switching district. The same condition exists in varying 
degree in every rail terminal in the country. 

The possibilities for increased utilization of facilities through 
Substitution of trucks for rail cars used in short hauls is indicated 
by the following illustrative schedule: F 

A railroad car is ordered by a company for intra-terminal service. 
Obtained from the classification yard during the day, it usually is 
switched to the ordering company’s team tracks at night or in the 
early morning. One day consumed. Loading, movement back to the 
yard and placement at the destination generally require two more days. 
Unloading takes two more, and one more passes before the car returns 
to the yard for service. Eight car days have been required. 

One ten-ton truck could perform this intra-terminal service in one 
to two days. 

In the eight days the freight car is tied up in such service it 
could load and make a trip from Chicago to Buffalo, or to Pittsburgh, 
Cincinnati, or Detroit, possibly to New York. Conversely, this long 
haul would require the use of six ten-ton trucks—12 truck days, with 
one or two drivers per truck. 

O. D. T. officials point out, however, that in addition to specific 
shortages of equipment there are many other factors which must be 
considered in any coordinating action. They assert that there are 
Many hauls, for example, for which trucks can provide an expeditious 
— which rails cannot provide—service which is not only desirable 
ut often necessary under war conditions. 

To obtain industry reaction and counter-suggestions, the O. D. T. 
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has submitted various proposals for action to many different groups 
representing the two transportation industries and shippers’ advisory 
groups, describing these proposals as ‘‘targets of discussion.”’ 


These “targets,” Mr. Eastman reported, had been under 
concentrated fire, from all quarters. 

Representatives of the carriers have objected to sugges- 
tions that any rail-truck coordination plan be administered 
uniformly on a nationwide basis. Truckers have expressed 
opposition to any rigid length-of-haul restrictions, while the 
railroads have objected to carrying freight, as agents of truck- 
ers, on a proposed ton-mile basis, insisting instead that freight 
diverted from trucks be moved at their regular tariffs. 

Mr. Eastman’s own stand on the controversial subjeet is 
summarized as follows: : . 


I believe that much can and should be done to decrease long-haul 
truck operation and intra-terminal and short-haul rail operation during 
the present emergency, particularly in instances in which trucks can 
release a much larger number of railroad cars and needed locomotives 
for more efficient use. 

My chief concern is that in such process the rights and interests 
of both the rail and truck industries and of the shipping public shall 
in some way be preserved, so that they may resume their normal 
operations without prejudice when normal times return. Otherwise, 
I have no fixed conclusions and shall be able to review the recom- 
mendations of my staff and of all interested parties, when they are 
submitted, with an open mind. The disposition of this matter, how- 
ever, cannot long be delayed. 


Traffic League Objection 


he time has arrived when, in the judgment of those 
control over trans-_ 

l otor-carrier 

equipment must be assure ; we submit that more practical 

results will be accomplishe rough other methods than by 
e proposed limitation on truck operations, sal e report_ 

e Spé 0 ee On € Gg an 

the National Industrial Traffic League, on the proposed rail- 


dination orde onder consideration by the Office of 
Defense Transportation (see affic World, Dec. 19, p. 1473). 


e report was submitted to V. V, Boatner, director of the 
._D. T. division of railway transport, by W. H. Day, chairman 
of the a S special committee. _ 

s to the proposed limitation on transportation of carload 


shipments by railroads—that no person shall transport or cause 
to be transported in any railroad freight car any carload ship- 
ment where the railroad mileage between point of origin and 
point of destination is less than 50 miles—the League commit- 
tee said that following this proposed restriction was a wide 
variety of exemptions which, with the possible exception of 
open-top and special equipment, appeared to afford relief or 
the opportunity for relief, where movements of necessary war 
materials were involved, when the continued use of railroad 
equipment was necessary, or where transit was involved. The 
committee said it believed that open-top and special equipment 
should be exempted from the provisions of this section of the 
proposed order and that it so recommended. With that ex- 
ception, it offered no objections to the proposal, but recom- 
mended that in the public interest the language covering ex- 
emptions be so clarified as to remove existing doubt as to who 
was to assume the responsibility of determining whether or 
not a particular shipment was exempt. 
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Conclusions 
In its conclusions, the committee said: 


This committee entertains the view that the proposed order in its 
present form is more likely to prove harmful than helpful. If the time 
is approaching when maximum utilization of both rail and motor car- 
rier equipment must be assured, we submit for your consideration the 
following procedure: 

(1) The sellers and buyers of both rail and truck transportation 
(acting through representative committees) be required to get together 
promptly and jointly determine within a specified time (a) the type of 
coordination that are practical and will contribute toward a better util- 
ization of equipment, and (b) the extent to which substitution of one 
form of transportation for the other will contribute toward a better 
utilization of equipment. 

(2) Representatives of the buyers and sellers of truck transportation 
(acting through representative committees) be required to get together 
promptly and within a specified time to strengthen the weak spots 
known to exist in present operations. 

(3) Efforts should be made to reestablish such load-factor require- 
ments as O. D. T. General Order No. 3 originally provided for with 
suitable provisions for enforcement. 

(4) Recommend that the sixty-odd joint information bureaus created 
by and operating under the provisions of Section 501.57 of General 
Order No. 13 be abandoned and in lieu thereof this important work as- 
sumed by the Office of Defense Transportation. 

(5) No stone should be left unturned that will contribute toward 
relief from such state and labor union prohibitions as preclude com- 
pliance with the maximum loading requirements of O. D. T. General 
Order No. 3 as revised. 

(6) Consideration should be given to increasing the speed limit of 
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35 miles per hour which limitation has resulted in a substantial reduc- 
tion in the amount of traffic handled by motor carriers. 
(7) Efforts should be made to improve the manpower situation which 


is adversely affecting efficient operations on the part of both rail and 
motor carriers. 


(8) The sellers and buyers of rail transportation should be requested 
to develop what advantages, if any, would flow from the establishment 
of sailing days in instances where difficulty is being experienced in load- 


ing cars daily that will meet the requirements of O. D. T. General 
Order No. 1. 


(9) Efforts should be made to assure production and distribution of 


sufficient spare parts for motor vehicles as will facilitate repairs when- 
ever breakdowns occur. E 


e he League com 
n Day had heard from appr members of 


e League, “scattere roughout the United States, who may 
fairly be said to represent a cross-section of the viewpoint of 


shippers generally.” 

Chairman Day said the committee, from the beginning of 
its consideration of the proposed order, had been plagued by 
what seemed to it to be conflicting views or objectives as be- 
tween different divisions of the O. D. T. on the question of 
what was necessary in the way of conservation of transporta- 
tion facilities. 

“Which is more important, conservation of trucking facili- 
ties as a means of creating a reservoir for future essential 
needs, or better immediate utilization of existing facilities with 
little or no thought of cutting down on the over-all use of 
trucks?” asked Mr. Day. “For some time, the public has been 
told that Conservation of rubber is of first ranking importance. 
Very recent announcements by the rubber coordinator, Q,.P. A. 
and O. D. T. emphasize that view. On January 3 a release by 
O. D. T. cautioned that only 45 per cent as much rubber would 
be available for tires for commercial vehicles in 1943 as in 
1941, that a 40 per cent reduction in over-all truck mileage 
would have to be made to offset this shortage in rubber, that 
reductions in over-the-road service would have to be made, but 
that a large part of the 40 per cent mileage reduction would 
have to come from local delivery operations. Still more re- 
cently the press has carried reports of demands by the army 
and navy for stringent reductions in the synthetic rubber pro- 
gram. If conservation of rubber is to be accepted as of first. 
importance, the proposed order, taken as a whole, does not seem 
to be in furtherance of that objective. Although the order 
would reduce long-haul truck traffic somewhat, it is designed to 
bring about an increase in short-haul truck operations and 
might well result in an over-all increase in truck mileage.” 

Mr. Day said the committee considered the order from 
the Standpoint of what it understood to be its objective—better 
utilization of existing rail and truck facilities—and that it had 
laid aside the question of what might be necessary to conserve 
rubber and trucks for future use. 


300-Mile Truck Limitation 


As to the proposed limitation of 300 miles on truck hauls, 
the committee said it appeared to be based on the premise that 
the demand for transportation was so increasing and the re- 
maining life of trucks was so limited that as a war measure 
every effort must be made to increase their productive capacity 
as measured by the number of tons moved and that this objec- 
tive could best be reached by a fixation of a mileage limitation 
of 300 miles beyond which they could not operate except when 
carrying necessary war materials plus such commercial traffic 
as might be necessary to assure maximum loads. The com- 


ittee was prepared af 


Chair 


. mittee said it seriously questioned the desirability of any mile- 
: e limitation an grave doubts as to the pro sal workin 


as those advocating it Satt it would. 


e committee set fo a number of reasons as to why it 
did not agree with the view that a limitation on truck hauls as 
proposed would release a sizeable number of vehicles now en- 
gaged on long hauls (distances in excess of 300 miles) for the 
shorter hauls (distances up to 300 miles) and that in theory, 
at least, such development would not only assure more satis- 
factory handling of existing traffic but adequately provide for 
such additional traffic as might be forthcoming from the rail- 
roads. The reasons follow: 


(1) The movement of necessary war materials, exempt from the 
provisions of this order, represents such a substantial portion of the 
whole that it appears probable some truck lines would experience little 
difficulty in justifying continuation of established operations, realizing 
that under the terms of the proposed exemptions they could add such 
commercial tonnage as might be available and necessary to assure full 
outbound loads and on return movements handle any traffic available. 
If this be so, the release of equipment resulting from the proposed limi- 
tation may not measure up to expectations. 

(2) The operations of many truck lines involve both long and short 
hauls. In some instances the longer hauls are in conjunction with 
other truck lines under joint rates. In either event, the tonnage now 
handled for distances in excess of 300 miles may be such an important 
part of the total traffic that its loss might lead to the drying-up of 
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services under 300 miles now available and which under prevailing cop. 
ditions industry can ill afford to lose. 

(3) In some parts of the country a sizable proportion of the long- 
haul traffic is handled by operators with headquarters in other sections 
and to whatever extent the proposed order precludes the continuation 
of present practices, doubt may well be raised as to whether or not 
vehicles so released could be made available promptly in areas where 
there is likely to be the greatest concentration of short-haul traffic, 
In other words, to whatever limit or ‘extent the trucks so released are 
adaptable to haulage of such miscellaneous freight traffic as the proposeq 
order contemplates railroads shall release, it appears doubtful that 
operators could be interested in becoming ‘‘gypsies,’’ so to speak, ang 
move their equipment from one section of the country to another to 
meet changing conditions. If, however, this could be accomplished 
either along voluntary lines or otherwise, we still have to consider 
the possibility that neither truck drivers nor mechanics could be inter- 
ested in such changes. In other words, this proposal involves a man- 
power situation the importance of which should not be underestimateg 
under existing conditions. 


(4) We must not overlook the fact that generally speaking, truck 
services are now superior to rail services as measured by time in transit, 
and consequently a tremendous aid to industry in meeting war-time 
needs. Obviously, any required change in prevailing shipping practices 
that will adversely affect production must be viewed with real concern, 


Tin committee said that if those who ultimately must 
shoulder the responsibility still believed a mileage limitation 
on truck hauls was essential it was convinced that conditions 


so differed in various sections of the country as to preclude 
uniform treatment. 


Joint Truck-Rail Hauls 


“That some effective form of coordination of rail and 
truck service on long-haul traffic would be in the interest 
of better utilization of over-all rail and truck facilities 
cannot be gainsaid,” the committee continued, “but so many 
difficulties and complications exist in the plan for coordination 
contemplated by the proposed order as to make gravely doubt- 
ful whether the plan would prove at all workable or bring 
about the results desired. The proposed order contemplates 
that trucking companies will continue to accept shipments for 
distances over 300 miles but will not, except as to refined war 
materials and such commercial freight as may be necessary to 
assure full loads be permitted to transport such shipments over 
the highways. At some point within the proposed limitation 
trucks would be required to turn shipments over to a railroad 
for transportation to destination. If truck operators elect to 
haul shipments the allowable 300 miles and the total haul from 
origin to destination was, say 400 miles, a situation would be 
created where shipments would have to be stopped and trans- 
ferred to a railroad at a point 100 miles from destination where 
they would have to be transferred back to trucks for delivery. 
This clearly would not constitute efficient operation or best 
utilization of either rail or motor service.” 


dhe-committce gave other illustrations to show why it did 
not_think the proposal would work as contemplated by its 
advocates. sg Sci piace eccaenieamancal 


=———Tnhoupn it said it was skeptical as to both the willingness 
and ability of existing truck lines to absorb the traffic involved, 
the committee said it offered no objections to the proposal in 
section 8 of the proposed order providing in substance that 
no railroad should transport any less-carload shipments for 
transportation by railroad where the mileage between point 
of origin and destination was less than 100 miles. 

In comment on the proposal in section 15 prohibiting the 
transportation of property by railroad between points in the 
same municipality, contiguous municipalities, or within a zone 
adjacent to and commercially a part of a municipality, or mv- 
nicipalities, subject to certain exceptions, the committee said 
it entertained the view that the section would neither tie up 
local shipments nor require the vast number of additional 
trucks to handle such traffic that many predicted. However, 
~ committee said it was impressed with the suggestion made 

y many that conditions in different terminal areas varied 
widely and that more efficient results could be obtained with 
less confusion and hardship, if this phase of the problem was 
progressed through joint studies in each important terminal 
area by representatives of the rail transport and motor carrie? 


divisions of O. D. T.. assisted by O. D. T. terminal advisory 
committees. 





EMPLOYE TRANSPORTATION PROBLEM 


Director Eastman, of the O. D. T., dealt with problems 
involved in carrying employes to and from work in an address 
delivered February 25 at New York before the Wartime Con- 
ference on Employe Transportation. : 

“The tremendous increase in the productive activity 0 
the country, together with the construction of hundreds of 
great new war plants, has made this employe transportation 
one of our greatest. and at the same time most difficult trans 
portation problems,” said he. 

“The problem is, in aggravated form, basically the samé 
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as the one that we have with respect to all war-time trans- 
ortation. It is the problem of making much out of little, 
of making what we have do a vastly greater amount of work. 
It is aggravated by the fact that employe transportation is 
dependent chiefly on rubber-borne vehicles, and that we have 
a rubber shortage to contend with.” 

Mr. Eastman said he had found nothing in Rubber Director 
Jeffers’ published statements “which gives sound reason to 
hope that we can escape at all soon from the dangers of the 
rubber shortage. Before the year is over, the situation with 
respect to all rubber-tired vehicles is more likely to become 
worse rather than better. I can see no reason at all for 
relaxing in any way the programs of economy and conservation 
which have been inaugurated, but on the contrary every 
reason for promoting and pressing these programs with inten- 
sified vigor.” 

The private automobile was wanted in the effort to meet 
the employe transportation problem, said Mr. Eastman, who 
emphasized, however, that if passenger cars were to be kept in 
use, “their mileage has got to be cut to the bone.” 


TIRE INSPECTIONS 


The Office of Defense Transportation announced that Feb. 
98 was the last.day for initial commercial motor vehicle tire 
inspection for truck, bus and taxicab operators, as required by 
0. D. T. General Order No. 21. After the initial inspection, 
vehicles must be presented for additional inspections every 60 
days or 5,000 miles, whichever occurred first, said O. D. T. 


BUS AND TAXICAB CURTAILMENT 


Plans for emergency mileage curtailment by operators of 
fleets of busses and taxicabs throughout the nation have been 
filed with the Office of Defense Transportation, says Director 
Eastman. 

Mr. Eastman had requested that operators of ten or more 
rubber-borne vehicles prepare plans for 10, 20, and 30 per cent 
mileage cuts to prevent transportation “confusion and collapse” 
if gasoline or rubber shortages required such curtailment. Op- 
erators in the 17 eastern states and the District of Columba 
were asked to file their plans by Feb. 8, and Feb. 23 was the 
deadline for operators in the remaining states, O. D. T. said, 
adding that the plans could be placed in effect on short notice. 


Information on the plans, it said, could be obtained locally from 
the individual operators. 


NEGROES IN TRANSPORT SERVICE 


The Office of Defense Transportation has announced that 
latest reports of the U. S. Employment Service to its division 
of transport personnel show that Negro bus and street car 
operators are now being employed in a number of cities, includ- 
ing New York, Buffalo, Tulsa, Okla., Cleveland, O., Detroit, 
Mich., San Francisco, Calif., and Winston-Salem, N. C. As to 
the latter point, the O. D. T. said the Negroes made up the 
entire personnel of a Negro-owned bus company. 


0.D.T. 21 AMENDED 


Director Eastman, of the Office of Defense Transportation, 
has amended General Order O.D.T. No. 21 so as to enable the 
O.D.T. to order control over commercial motor vehicles trans- 
ferred from one carrier to another, regardless of the types of 
carriers involved. 

“The order, as originally issued, did not empower the O.D.T. 
to require the renting or leasing of equipment by a common or 
contract carrier to a private carrier. The amendment removes 
this limitation of authority,” said the O.D.T. 

“As in the original order, the amendment provides that un- 
less the interested carriers agree upon the amount of compen- 
sation to be paid for the use of any vehicle leased or rented to 
another carrier at O.D.T.’s direction, the amount will be fixed 
by the O.D.T.” 

The amendment was issued, officials explained, to enable 
the O.D.T. to arrange for fuller utilization of existing trucks 
and other commercial motor vehicles. 

The amendment provides that the O.D.T. may require the 
transfer of a commercial motor vehicle from one carrier to 
another when the O.D.T. deems it to be “advisable or necessary 
to the prosecution of the war or to the maintenance of essential 
Civilian economy or in the public interest .. .” 


TRUCK UTILIZATION PLAN 


. . The Office of Defense Transportation has approved a farm 
industry transportation plan which, it says, is expected to save 
More than 107,000 truck miles annually. The plan embraces 

milk producers, 54 carriers and three processors serving 


the Colebrook milkshed of Coos county, N. H., and Essex 
County, Vt. 
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“Under the plan, 20 motor carriers serving this area will 
suspend operation,” said the O. D. T. “Their operations will 
be absorbed by the remaining carriers without disturbing any 
producer’s choice of market or the price received for his milk. 

“The plan was approved under a new procedure agreed 
upon by the O. D. T., the War Production Board and the U. S. 
Department of Justice which is designed to further safeguard 
farmers and others from prosecution under the anti-trust laws 
when engaging in group action to conserve transportation in 
the interest of the war effort. ... 

“Proponents of the plan also explained that the relocation 
of routes would result in a saving of more than 1,800 man-days 
yearly.” 

A second farm industry transportation plan, which relo- 
cates certain milk pick-up routes in Stevens county, Minn., has 
been approved under the same procedure, the O. D. T. also 
announced. 


HIGHWAY TRAFFIC DECLINE 


Federal Works Administrator Fleming has announced that 
a traffic count by the Public Roads Administration at a test 
point near Washington, D. C., has shown a steady decline in 
motor vehicle traffic since the effective date of the O. D. T. 
order limiting motor vehicle speeds to 35 miles an hour. He 
said the test point for the traffic count was on U. S. Route 50, 
12 miles east of Washington near Bowie, Md. 

He said the average number of vehicles an hour counted 


at the test point on various dates had been reported by the 
P. R. A. as follows: 


Sundays—Oct. 4, 120; Nov. 1, 107; Nov. 29, 79; Jan. 3, 75, and Feb. 
7, &. 


Weekdays—Oct. 2, 65; Oct. 29, 52; Nov. 25, 90; Jan. 4, 41, and Feb. 
5, 43. 


Mr. Fleming said a study of motor vehicle speeds at the 
same point had shown that truck speeds, averaging 35.1 miles 
an hour on Oct. 2, 1942, had been retarded to an average of 
32.2 miles an hour on Feb. 5, while average bus speeds had 


declined only slightly, from 38.3 on Oct. 2 to 37.6 miles an 
hour on Feb. 5. 


Revenue Freight Leading 


The Traffic World Washington Bureau 


Revenue freight loading the week ended February 20 
totaled 752,449 cars—1.6 per cent under the preceding week, 
2.8 per cent under the corresponding week last year, and 10.9 
per cent over the corresponding week of 1941. . Loading by 
groups of commodities was reported as follows: Grain and 
grain products, 51,625; live stock, 13,150; coal, 173,848; coke, 
14,292; forest products, 41,160; ore, 11,102; merchandise, 90,308; 
miscellaneous, 356,964. 


TRUCK MAINTENANCE ADVICE 


The Office of Defense Transportation has made available to 
everyone interested in keeping the nation’s supply of trucks 
rolling two reports on motor repair methods prepared by the 
Society of Automotive Engineers at the request of O. D. T. 

The reports are the third and fourth in a series of more 
than 25 which S. A. E. committees are preparing on the general 
subjects of automotive maintenance. 

Aimed at assisting individuals and firms who are handi- 
capped by the shortage of mechanics in keeping their motor 
vehicles in operation, they deal with proper methods of recondi- 
tioning cast-in-block engines and with techniques for engine 
bearing replacement. 

Copies of these reports, or the previous two—on metal 
coating and on fitting pistons to reconditioned cylinders—may 
be obtained without charge by anyone interested in engine 
maintenance. Requests should be sent to the vehicle mainte- 
nance section, motor transport division, Office of Defense Trans- 
portation. 

Copies of the two new booklets also may be obtained from 
the Office of War Information and the Office of Defense Trans- 
portation. 


LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics and 
Statistics, has issued its summary of quarterly reports of per- 
sons furnishing cars to or on behalf of carriers by railroad or 
express companies, covering the third quarter of 1942. 

Designated as statement Q-900 and compiled from 465 re- 
ports of car companies, the summary showed a total of 263,608 
cars owned at the close of the period, consisting of owned cars 
as follows: Refrigerator, 113,105; petroleum tank cars, 124,467; 
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other tank cars, 11,121; stock cars, 5,246; gondola and hopper 
cars, 7,137, and other cars, 2,532. The total cars leased was 
40,953, of which 18,268 were refrigerator cars, 13,621 petroleum 
tank cars, 7,549 other tank cars, 1,211 stock cars, 148 gondola 
and hopper cars, and 156 other cars. 

The investment in cars owned (book cost) was as follows: 
Refrigerator cars, $324,185,596; petroleum tank cars, $235,837,- 
649; other tank cars, $32,884,976; stock cars, $7,470,119; gondola 
and hopper cars, $13,593,910; other cars, $4,182,972. 

Revenue received from hire of cars, based on mileage, per 
diem, or unusual bases, is as follows: Refrigerator, $16,927,539; 
petroleum tank cars, $22,261,140; other tank cars, $894,568; 
stock cars, $409,197; gondola and hopper cars, $437,009; other 
cars, $162,010. Total revenue was $41,091,463. 


Revenue Trafiie Statistics 


Revenue tons carried one mile by Class I steam railways, 
exclusive of switching and terminal companies, totaled 56,958,- 
793,000 for November, 1942, as compared with 42,628,604,000 
for November, 1941, and 583,012,454,000 for the eleven months 
ended with November, 1942, as against 433,746,511,000 for the 
corresponding period of 1941, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics 
of revenue traffic statistics of those roads, statement M-220. 

Revenue tons carried amounted to 249,207,550 for Novem- 
ber, 1942, as compared with 201,061,499 for November, 1941, 
and the freight revenues for the respective periods were $535,- 
022,591 and $385,423,191. For the eleven months ended with 
November, 1942, revenue tons carried were 2,591,703,065, and 
freight revenues were $5,415,446,542, as compared with 2,096,- 
726,593 and $4,055,602,234, respectively, for the corresponding 
period of 1941. 

Revenue passengers carried for November totaled 61,295,830 
and the passenger revenue was $108,105,033, compared with 
39,990,831 revenue passengers carried and revenues of $40,- 
514,438 for November, 1941. For the eleven months ended 
with November, 1942, the number of revenue passengers car- 
ried was 601,972,705 and the passenger revenues totaled $909,- 
131,153 as against 441,854,286 passengers and $460,764,729 in 
revenue for the corresponding period of 1941. 

Freight traffic averages for November, 1942, as compared 
with November, 1941, were set forth in the compilation, re- 
spectively, as follows: 

Miles a revenue ton by the road, 228.6 and 212; revenue 
by the ton-mile, 0.939 cents and 0.904 cents; and revenue a ton 
by the road, $2.15 and $1.92. 

For the eleven months ended with November, 1942, as 
compared with the like period of 1941, respectively, freight 
traffic averages were: 

Miles a revenue ton by the road, 225 and 206.9; revenue 
by the ton-mile, 0.929 cents and 0.935 cents; and revenue a ton 
by the road, $2.09 and $1.93. 


SOAP MATERIALS TRANSPORT 


In a meeting of the Soap and Glycerine Industries Advisory 
Committee, in which plans for producing more glycerine for 
war needs were approved, arrangements to eliminate cross- 
hauling of soap raw materials and crude glycerine were dis- 
cussed, according to a Department of Agriculture announce- 
ment. The department said officials of the Food Distribution 
Administration attended the conference. It said that under the 
plans to eliminate cross-hauling, the country would be zoned 
so as to strike a balance between supply and demand in each 
zone, “thus cutting out needless transportation and use of tank 
cars.” It added that more home salvage of waste fats would 
aid in reduction of cross-hauling. 


COAL MOVEMENT CONTROL ORDER 


The Commission, division 3, has issued amendment No. 1 
to its service order No. 92 appointing agents at lower lake and 
Atlantic ports to control the movement of railroad cars used in 
the transportation of coal for transshipment by vessels (see 
Traffic World, Oct. 31, 1942, p. 1041), so as to give its agent, 
W. R. Godber, joint manager of the Anthracite Tidewater 
Emergency Bureau and Northern Tidewater Bituminous Emer- 
gency Committee, New York, N. Y., added authority to divert 
and reroute cars loaded with coal moving to or through New 
York, New Jersey, Delaware, Pennsylvania and Maryland ports 
for transshipment by vessel or for delivery at the port, from 
the line or piers of any railroad which, in the opinion of the 
agent, cannot currently accept and move such traffic, over the 
line or piers of any other railroad or railroads less congested 
and in a better position to handle the traffic. Such diversion 
and rerouting the amendment stated, should be made at any 
intermediate point en route, and, when necessary, at point of 
origin, and such diversion and rerouting should be made re- 
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gardless of the routing shown on the bill of lading designateg 
by either shipper or carrier. The amendment said that as the 
rerouting of the traffic would be deemed due to carriers’ dis. 
ability, rates should be those which would have applied had the 
shipments moved as originally routed, and that divisions should 
be voluntarily agreed on between the carriers without refer. 
ence to present agreements. 





MATERIALS FOR FREIGHT CARS 


Action to require producers of freight cars to use their sur. 
plus inventory stocks, where possible, and thereby reduce the 
volume of new material required, has been taken through the 
issuance of supplementary limitation order L-97-a-1, as amended, 
says the War Production Board, adding: 


The original order and previous amendments were designed to 
permit the exchange of inventories of car parts obtained prior to 
the ‘‘freeze’’ order on freight cars dated April 4, 1942. However, 
some of this surplus supply was not being used because car purchasers 
specified accessories produced by manufacturers other than those who 
made the parts considered as surplus. 

Some of this surplus stock is still on hand and the action is 
aimed to require its early use. However, the customer is allowed 
to appeal to W. P. B. from the restrictions of the new action, if he 
feels it would result in an unreasonable hardship upon him. 


WATERWAY TRANSPORTATION 


The importance of Great Lakes transportation in supply- 
ing the ore needed in the war program is pointed out by 
Thomas E. Lyons, of the Department of Commerce, in the de- 
partment’s publication, “Domestic Commerce.” Before winter 
closed the Great Lakes to navigation on December 9, said he, 
upward of 92,000,000 gross tons of iron ore had been moved by 
water from Lake Superior ports to blast furnaces in the Chi- 
cago, Lake Erie, and Pittsburgh industrial areas, an increase 
of 20 per cent over the 1941 movement. The movement was 
the equivalent of 1,840,000 hopper cars of 50-ton capacity— 
more than all the freight cars of all types owned or leased by 
the railroads, said he. Bulk freight on the Great Lakes in 1942 
exceeded that of 1941 by 5.65 per cent, said he. 

Mr. Lyons also dealt with transportation on other inland 
waterways. He said there were approximately 160 regulated 
river carriers, operating more than 3,000 towboats and barges 
on the Mississippi River, its tributaries, and connecting water- 
ways, omitting the Great Lakes. 

The recent action of the Office of Defense Transportation 
in authorizing five leading barge lines to tow barges or other 
craft for one another, said Mr. Lyons, was in line with a sug- 
gestion of the Department of Commerce made in the Domestic 
Commerce issue of Sept. 25, 1941. 

“Our river and harbor projects generally have been de- 
signed and improved for commercial rather than military use,” 
said he. “Yet practically all of them are now performing an 
important part in our war program. The relationship of Great 
Lakes navigation to steel is but a prominent example. . . Ship- 
pers have started to make greater use of the waterways.” 


CONTAINER BOARD PRODUCTION 


All limitations on production of container board, folding box 
board, set-up box board and special industrial boards have been 
removed by the W. P. B. Director General for Operations 
through issuance of general conservation order M-241 as 
amended. 

The amended order removes these paper products from the 
restricted percentage list (List A) and added them to the un- 
restricted list (List B). Before these amendments, quarterly 
production of container board was allowed at a rate not to ex- 
ceed 100 per cent calculated on the six-month base period end- 
ing March 31, 1943. An exception was container board from 
waste, which was on the unrestricted list. Folding and set-up 
box board had a quota of 80 per cent and special industrial 
boards 90 per cent. 

Manufacture of waterproof ‘V-boxes” for overseas ship- 
ment to the armed forces and boxes for shipment of food and 
materials for military and important civilian uses had made 
heavy demands on the container board industry, the pulp and 
paper division of the board announced, adding: 


These demands have brought about a shift to additional produc 
tion of container board by folding and set-up box board producers 
who could make the change, with resultant added burden on the 
remaining producers in the latter fields, where requirements for 
items replacing scarce materials such as metal and wood have in 
creased rapidly and exceeded expectations. Reduced tonnage of wood 
containers for fruits, vegetables and meat packing affected the fibre- 
board box industry. 

Substitution of special industrial boards for critical materials such 
as leather and for insulating materials, shell identification tabs, 
gaskets, gas mask protectors, and other items associated with muni- 
tions also is increasing. Since most of the raw materials for these 
special boards are waste materials, lifting of quota restrictions will 
not affect basic pulp supplies. 
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BOTH THESE CARS WERE BUILT IN 1929... 





NOW one of them is laid up— 
for the third time—for expen- 
sive, time-taking draft gear 
replacements. 





YET the other car has never 
had an idle hour due to draft 
gear trouble! Still working for 
Victory—24 hours a day! 


The “Victory Car has a DURYEA 2.42, UNDERFRAME 


But a longer, more durable life is not the only 


Here’s what actually happens eae een 
The big one is this: THE DURYEA CUSHION 


UNDERFRAME AFFORDS 100% PRO- 


When two stationary freight cars, one with conventional 
draft gear and one with the Duryea Cushion Underframe, 


receive an impact equivalent to a 50-ton car, loaded to TECTION FROM SHOCK! With today’s 
capacity, coupling at a speed of 4 miles per hour: heavier loads and faster schedules, shockproof 
The “conventional car” (A) receives almost the entire shipping is a necessity. In many cases, American 


lives depend on it. 


No wonder today’s Duryea-equipped cars carry 
the more precious Victory shipments... And 
there’s no doubt that, after the war, the better 
cars will ride on Duryea Cushion Underframes. 


Oo. C. DURYEA CORPORATION 
30 Rockefeller Plaza, New York, N. Y. 
135 South LaSalle Street, Chicago, III. 

725 Fifteenth Street, N. W., Washington, D.C. 


YW ° : ) 

fale, B : 
impact force, due to the conventional draft gear “going yl eas 
solid,” and is shunted down the track. (If this were the 


end car of a train, it could not “ride with the blow,” and : bs ts 
punishment to both car and lading would be great.) a! {fr ' , © : 
However, in the “Duryea car” (B), the shock is absorbed 1 

by floating sills and cushion springs. Both car body and 

lading ride over the impact, comparatively undisturbed. FOR FREIGHT CARS 


The Modern Safeguard For Shockproof Shipping 
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Air Cargo Development 


In announcing appointment of Harry Pack to the com- 
pany’s newly-created position of chief of air cargo development, 
J. H. Carmichael, vice-president of operations of Pennsylvania. 
Central Airlines, said the action was recognition of the growing 
importance of cargo in America’s military and commercial 
aviation operations. Continuing, he said: 


Mr. Pack, one of the youngest and most productive industrial 
designers and engineers in the transportation field, will initiate a 
program of study designed to develop equipment and procedure that 
will speed the handling of air cargo and which will overcome the 
technical problems currently confronting this expanding field of avia- 
tion activity. His first assignment is to develop plans that will enable 
Pennsylvania Central to increase the efficiency and economy of its 
cargo service for the military force. 

He assumes his new position after having served P. C. A. as a 
consulting designer and engineer. In addition to his engineering de- 
velcpment he has created the interior and exterior designs for ali 
company planes, ticket offices, stations and the general offices in Wash- 
ington. He has had ten years of engineering and architectural 
experience covering every phase of transportation. In addition to the 
various organizations he has served as an engineering and design 
consultant he has been actively associated with General Motors, 
Vaught-Sikorsky Aircraft, American Airlines, Henry Dreyfus, Edward 
G. Budd Manufacturing Company, Aero Digest and the Aeronautical 
Chamber of Commerce. 


ARMY AIR TRANSPORT COMMAND CARGO PLANES 


Operation of converted planes for cargo carriage by the 
U. S. Army Air Transport Command, and experience in Pana- 
gra with its 5300-mile air freight line in South America, will 
influence the equipment and design of future air cargo carriers, 
including methods for efficient loading and unloading, provisions 
for locating and stowing cargo, and ways to obtain access to 
all parts of a loaded plane, according to an article on air cargo 
in the February number of Aero Digest by its editor, Leslie V. 
Spencer. The article points out that no specially designed cargo 
airplane has as yet been placed in service. It lists the types that 
have been converted to cargo use by the Air Transport Com- 
mand and the features of each which make it susceptible to 
such conversion. 


AIR TRANSPORT REGULATION 

Representative LeCompte, of Iowa, has inserted in the 
Congressional Record the text of a resolution adopted by the 
Iowa legislature, opposing enactment by Congress of H. R. 
1012, the Lea bill to amend the civil aeronautics act (see Traffic 
World, Feb. 20), or its companion bill in the Senate, S. 246. 
The Iowa legislature contended that private flying and fixed 
base operations represented a major part of civil aviation, were 
not interstate in character, and therefore were of no concern 
to the federal government, and that the pending legislation 
would deny to the states “their inherent rights to govern within 
their own state” and would jeopardize private flying and fixed 
base operations. It asked that no action be taken on the bills 
referred to or on any similar bills until after the war. 

Representative Miller, of Connecticut, in an extension of 
his remarks in the House, said a proposal contained in H. R. 
1012 that the Civil Aeronautics Board in the next five years 
make annual reports to Congress setting forth its recommen- 
dations on a national policy for civil aeronautics was “one of 
the strongest arguments that can be advanced” for the creation 
of a permanent House aviation committee. He suggested that 
a congressional committee could hold hearings and that, as a 
result of such hearings and study, Congress itself could formu- 
late its own policy. He said that if a House aviation commit- 
tee were set up, it might not be long before the new commit- 
tee would decide that matters relating to rate-making should 
be considered by the House interstate and foreign commerce 
committee. 


AVIATION COMMITTEE PROPOSAL 


Submission to the House by Representative Brooks, of 
Louisiana, of a telegram from airline pilots living in New 
Orleans opposing creation of a House standing committee on 
aviation, brought a statement from Representative Hendricks, 
of Florida, that he had “a whole group of telegrams from 
airline pilots” opposing the proposal, and that they were so 
similar that he had no doubt that they were inspired by some 
one. 

“T am willing to bet anyone that these airline pilots have 
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no conception of what this bill is; that if you asked them how 
airline activities are being handled now they would not know 
that they were being handled by the interstate and foreign 
commerce committee,” said he. 

Representative Reece, of Tennessee, spoke in the House jn 
support of retention by the committee on interstate and foreign 
commerce of its jurisdiction of civil aviation matters. Repre. 
sentative Wolverton, of New Jersey, also spoke in support of 
the committee retaining such jurisdiction. Both are members 
of the interstate commerce committee. 


AIR EXPORT FACILITIES 


Secretary of Commerce Jones has announced that Defense 
Plant Corporation, an R. F. C. subsidiary, has executed a con- 
tract with American Export Airlines, Inc., New York, N. yY,, 
to provide air transport facilities in New York state at a cost 
of approximately $925,000. American will operate the facilities, 
according to the announcement, with title remaining in Defense 
Plant Corporation. For military reasons details of the facilities, 
or their location, were not made public. 


U. S.-MEXICAN NIGHT FLIGHT SCHEDULE 


Pan-American Airways began the first regular night-flying 
schedule in Latin America February 16. The route is from Los 
Angeles, Cal., to Mexico City, over the first lighted airway south 
of the border. Connections are made at Mexico City with Pan- 
American’s international southbound clippers to the Canal Zone 
and other Latin American points, and with Tampico and Mexi- 
can Gulf Coast cities. The new route is operated by Cia Mexi- 
cana de Aviacion, a Pan-American affiliate. 


CHEVROLET AIRCRAFT ENGINE PRODUCTION 

Chevrolet Division of General Motor Corporation has 
signed contract? that will increase its production of Pratt and 
Whitney aircraft engines fivefold, according to an announce- 
ment by M. E. Coyle, general manager. In addition, Chevrolet 
is supplying other manufacturers with many aircraft engine 
parts and sub-assemblies. Its production of aluminum forgings 
for those engines has been increased by the construction of a 
new plant at Anderson, Ind. 


CHICAGO MERCHANDISE CAR PERFORMANCE 


A check of the performance record of 268,132 merchandise 
freight cars outgoing from Chicago in 1942, made by the trans- 
portation department of the Chicago Association of Commerce, 
showed on-time arrival of 216,772; arrivals of 28,843, or 14.48 
per cent, one day late, and 12,567, or 4.69 per cent, more than a 
day late. The percentage of on-time arrivals was 80.83 per cent. 
This compared with an on-time record of 90.77 per cent in 1941 
and an average of 95.1 per cent in the 14 years from 1929 to 
1942, inclusive. 

The reduction in the on-time record for 1942, the associa- 
tion said, was due to the reduction in the number of points 
served by Chicago package cars and the heavier loading of 
merchandise under O.D.T. General Order No. 1, and the in- 
creased volume of traffic, including heavy troop movements. 
The total number of departing cars in 1942 was 349,038, as 
compared with 491,892 in 1941, but the reduction, the associa- 
tion says “in no way reflects a reduction in the volume of less- 
carload traffic originated in the Chicago area in 1942.” It points 
out that, nationally, the O.D.T. order resulted in a reduction of 
30.6 per cent—from 8,041,503 to 5,584,736—in merchandise cars, 
1942 under 1941. Out of Chicago, the average daily number of 
merchandise cars in 1942 was 1137, compared with an average 
of 1602 in 1941. 


MERCHANT MARINE OFFICERS WANTED 

Admiral Land, War Shipping Administrator, has issued an 
appeal for former marine engineers and other experienced offi- 
cers who will return to the sea. The need arises from the great 
expansion in the merchant marine due to the construction of 
ships. The Admiral said it took almost four times as long to 
train an engine room officer as it did to build a Liberty ship 
“and the new Victory fleet is faced with the problem of provid- 
ing engineering officers of all ranks and grades for those Lib- 
erty ships and the standard types.” “Refresher” courses will 
be given to engineers whose licenses have expired. Special 
recruiting efforts are being made in Illinois, Indiana, Wiscon- 
sin, Minnesota, Iowa, Nebraska, North Dakota and South Da- 
kota, but the Admiral said “all men who want to help deliver 
the goods to our fighting men and allies are invited to write t0 
the Director of the Recruitment and Manning Organization, 
War Shipping Administration, Washington, D. C., or contact 
the nearest United States Employment Service office.” Basic 
wages for all men at sea now are 25 per cent higher than they 
have ever been in the history of the merchant marine, 2ccord- 
ing to Admiral Land. 
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Rate-Making Inquiry 


The Board of Investigation and Research has formally an- 
nounced that, as a part of a study it is making of the rate- 
making procedures of rail, motor, and water carriers, it has 
directed inquiries to rate bureaus and tariff publishing agents 
to determine whether the present methods of the carriers are 
well designed to produce rates, charges, rules, regulations, and 
practices that will best serve the needs of both shippers and 
carriers (see Traffic World, Jan. 30, p. 268). 

“Steps have been taken to obtain the facts about the or- 
ganization, membership, and procedures of all associations, bu- 
reaus, committees, and conferences set up by rail, motor, and 
water carriers for the consideration of proposals involving 
changes in classifications, rates, rules, and regulations applicable 
on freight traffic,” said the board. “Representatives of all types 
of carriers have pledged their willingness to cooperate in de- 
veloping and analyzing the facts regarding their procedures. 

“The board is further seeking information from other 
parties concerned. Statements are invited from carrier officials, 
shippers and their traffic representatives, and from State Rail- 
road and Utility Commisisoners and their rate experts. They 
are asked to state the results of their experiences respecting 
the adequacy and efficiency of the present rate-making methods 
of the carriers for handling proposed rate and tariff changes 
from the standpoint of (a) prompt and willing consideration of 
applications for changes, (b) notifying interested parties of re- 
quests for adjustments, (c) making full irivestigations of pro- 
posals, (d) encouraging full and frank discussion at hearings 
with the view to developing pertinent facts, (e) prompt disposi- 
tion of applications, and (f) of notifying interested parties of 
the decision with an explanation of the grounds for the findings. 

“The board hopes that cooperative consideration of these 
questions by shippers, carriers, and regulatory agencies will re- 
sult in a full knowledge of the facts concerning rate-making 
practices and will result in constructive recommendations on 
this important matter.” 

The transportation board sent a questionnaire to railroad, 
motor, and water carrier tariff publishing agents. It was ex- 
plained as to this questionnaire that some inquiries in it were 
more appropriate to the procedure of one type of carrier than 
the others but, for sake of uniformity, it was desirable to obtain 
answers from all tariff publishing agents on each question pro- 
pounded. The questions asked of the tariff publishing agents 
follow: 

Are the tariffs and supplements which you publish prepared under 
specific directions of carriers (hereinafter called principals) whose 
powers of attorney you hold? 

Do your principals give you instructions specifying: The exact 
description of the commodity or commodities as to which specific rates, 
charges or exceptions to the classification are to be applied? The exact 
rules, regulations, practices and routing instructions (or restrictions) 
to be published? The exact class or commodity rates and charges to 
be established? The exact points or groups from, to, or between 
which, or the territorial boundaries within which such rates and 
charges or scales of distance rates shall be made applicable? Please 


state the exact method used by your principals in transmitting such 
instructions (oral, letter form, or what?). 

Do you advise your principles as to the various tariff provisions, 
referred to in II above, which you think they should publish to meet 
competition of other carriers, to satisfy shippers, to conform with 
statutory rate making standards or orders of state and federal com- 
missions, or for any other reason? 

Do the carriers who have given you authority to publish their 
rates, charges, rules, regulations or practices by power of attorney 
give you instructions from their own traffic officers concerning the 
tariffs or changes in tariffs to be published? 

If changes in tariffs or new tariffs are published as the result of 
recommendations made by any rate bureau, please state whether the 
“rate advice’’ or a similar source of information as to the bureau’s 
recommendations is taken as authority for publication of tariff changes. 

If you are authorized to publish tariffs or supplements based on 
“rate advices,”” please state the exact authority or instructions from 
your principals which authorize you to act on such ‘‘rate advices.’’ 

If you are generally engaged in publication of tariffs and supple- 
ments in response to rate making procedures of a particular bureau, 
state the name and address of the bureau with whom your activities 
are associated. 

Under what circumstances, if at all, do you publish rates, charges, 
Tules, regulations or practices, determined by a single carrier, group 
of carriers, or by a rate bureau other than that named in the preceding 
answer? A, How do you publish tariffs or supplements providing rates, 
tules and regulations, resulting from independent action? B. Do you 
publish rates, rules and regulations for carriers, members of another 
bureau, on some reciprocal basis? 

Basis for charges. 

A. What is the basis for charges for tariffs and supplements: 
1. To carriers for whom you act as agent? 2. To other carriers? 
- To shippers and shippers’ organizations? 


B. State basis of charges for any other services to each carrier 
for whom you act as agent. 


Rate-Making Procedures 


The board’s inquiry on rate-making procedures was directed 
to railroad, motor and water carrier freight-rate association 





bureaus and committees. The purpose of this questionnare is 
to obtain information about the organization, membership and 
procedure of the bureaus established by rail, motor and water 
carriers for the joint consideration of proposals involving 
changes in classifications, rates, rules, and regulations applicable 
on freight traffic. 

Among the questions asked in this questionnaire are: How 
is bureau sustained financially? What is the basis for charges 
for tariffs and supplements? Are tariffs and supplements sent 
to shippers without charge? If not, what is basis for charges 
to shippers? Are tariffs and supplements supplied to members 
who are behind on dues or assessments? If not, how far behind 
may they be before tariff mailings are discontinued? Must ap- 
plications for adjustments in rates, rules or regulations by ship- 
pers be made first to initial carrier and may they be made 
directly to the bureau? Are copies of the application sent to 
all bureau members? Are responses from carriers, shippers and 
others circulated to all parties of record? Who decides whether 
a public hearing will be held? Under what conditions do you 
omit the hearing? How and where are advance notices of hear- 
ing publicized? How much advance notice of hearings is given 
to interested parties? How is disposition of proposal deter- 
mined? How and where is disposition of proposal publicized ? 

The questionnaire also contains inquiries as to the proce- 
dure with respect to appeal from committee action. In this 
connection the board asks how and where is final recommenda- 
tion publicized? Another question is to what extent is final 
recommendation binding on carrier members of bureau. The 
board asks also whether an individual carrier may authorize 
publication of proposed rates, rules and regulations that have 
been refused authorization by the bureau. It also asks for a 


brief description of methods of handling interterritorial rate 
adjustments. 





Burchmore on N. R. P. B. Report 


The real matter for concern in the report on transporta- 
tion and national policy of the National Resources Planning 
Board was what was behind it, said John S. Burchmore, attor- 
ney, in an address on “Post-War Transportation Plans” at a 
luncheon meeting of the Traffic Club of Chicago February 26. 
He asked the question, he said, not merely “by way of sound- 
ing an alarm or stirring up a fuss or seeing spooks, but because 
close consideration of the conclusions and recommendations of 
the report is distinctly and highly suggestive that the social 
planners and economic students realize that transportation may 
be regarded as vulnerable or readily to be seized upon as the 
convenient mode of accomplishing social reforms and socio-eco- 
nomic objectives.” 

In order to appreciate the significance of the report, he 
said, one had to understand that it was only one in a long 
series going back to 1933 and through a number of predecessors 
of the National Resources Planning Board. The series, he said, 
established “a clear pattern of studies of social problems; of 
planning for the people; of regarding the term ‘resources’ as 
extending even more to human resources and human values than 
to materials and substances of the earth and land and water.” 

He compared these planners with the wheel-tapper, in the 
classic railroad story, who tapped the wheels of standing trains 
for thirty years, and drew his pay all that time, without know- 
ing why he was doing what he was doing. He added that he 
would like to be appointed a one-man planning board for the 
country. He said his report would be short and inexpensive. 
It would simply recommend that planners quit planning and go 
back to work. He displayed the voluminous report and said 
that it was not worth its weight in gold, perhaps not even 
worth its weight in scrap metal, but that it probably had cost 
its weight in gold to produce. 


Much of what he said paralleled his report on the same 
subject at the recent annual meeting of the Associated Traffic 
Clubs of America in St. Louis (see Traffic World, Jan. 23, p. 
207), but he laid more stress on the government ownership im- 
plications of the report. He said it was “not without signifi- 
cance” that more pages of the report were “devoted to the 
‘tempting’ question of government ownership than to any three 
or four other features,” and speculated as to whether or not 
the socio-economic cast of the document was not the result of 
the fact that 26 of the 29 authors were “professors, assistant 
professors and professional economists,” and that “in the whole 


chorus” there was not the “voice of a single practical trans- 
portation man.” 


It was significant, he said, that the chairman of the board’s 
transportation advisory committee, Owen D. Young, specifically 
said that “it must not be understood that the members of the 
advisory committee necessarily endorse the views set forth in 
these contributions,” but the fact remained that the report was 

document around which the advocates of “planning for the 
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people” would rally, ‘with a great show of respectability of 
discussion, and so forth, for initiating a grand post-war program 
of national management and national direction of all transporta- 
tion through a superagency.” 


Such a superagency, not required to report to Congress, as 
was the Interstate Commerce Commission, and “operating with 
an unlimited purse,” he said, ‘would have the railroads so 
completely dominated financially and otherwise that govern- 
ment ownership would be inevitable.” In the meantime, he said, 
“there would be the disadvantages of government domination 
without any of the responsibilities of management by the gov- 
ernment.” 


Transportation was “the most convenient and conspicuous 
branch or phase of commerce for purposes of economic experi- 
ment dangerous to our traditions,” he said, and we ought to 
be greatly apprehensive about it. He pointed out that, in his 
letter transmitting the report to the President, Chairman De- 
lano, of the board, characterized transportation as the “frontier 
of opportunity” for such experiments. 


In conclusion, he said: 


Men in each branch of business, in each profession, and in each 
field of endeavor should gather for discussions and join in not merely 
resistance to false planning but insistence on correct solution of any 
problems dealing with the matters with which we are familiar— 
lawyers, bankers, manufacturers, doctors, and those interested in trans- 
portation—without indulging in the fault of scattering our attention 
among subjects with which we are not so much individually concerned 
and informed. We in transportation must recognize this report for 
what it really is, a proposal to implement social schemes, and denounce 
it as part of the plan for a false economy. The report was surely 
designed to be employed as evidence in support of proposed legislation 
and as a forerunner to government ownership and socialized transport. 

Every one of us having anything to do with transportation, as 
users or renderers of transport service, or having any degree of control 
or influence over what is carried and how it moves, must in these 
times of stress and strain exert our utmost endeavor to make transport 
succeed in carrying the load, for at the first sign of breakdown or 
perhaps at the first excuse for seizure, who can say what may happen 
in the direction of a Noble Experiment with this business. 


Barge Line Tax Exemption 


Neither the Federal Barge Line nor anyone having official 
connection with the Port of New Orleans urged or advocated 
exemption from the transportation taxes imposed by the rev- 
enue act of 1942 amounts paid to the Federal Barge Line, ac- 
cording to E. H. Thornton, general manager, New Orleans 
Joint Traffic Bureau, representing the city, port, commercia 
and shipping interests of New Orleans in all transportation 
matters. 


Mr. Thornton made the foregoing declaration in a letter 
to H. B. Cummins, traffic manager of the Houston Port and 
Traffic Bureau, referring to statements made by Mr. Cummins 
in a letter sent by him to Senators Connally and O’Daniel, and 
Representative Albert Thomas, of Texas (see Traffic World, 
Feb. 13, p. 387). 

The revenue act provides that the tax imposed shall not 
apply to amounts paid by or to the United States or any 
agency or instrumentality of the United States for the trans- 
portation of property. If the words “or to” had been omitted, 
the exemption would have applied only to payments made by 
the United States or any agency or instrumentality of the 
United States and there would have been no basis, it is pointed 
out, for the ruling of the Bureau of Internal Revenue that pay- 
ments to the government barge agency are exempted from 
the tax. 

It is expected that the question of amending the revenue 
act to remove the exemption in question will be brought be- 
fore the House ways and means committee and the Senate 
finance committee. 

In his letter to Mr. Cummins, Mr. Thornton said: 


I have read with much interest the reproduction of your letter 
addressed to the two Texas senators and your Congressman, appear- 
ing on page 387 of the February 13 issue of the Traffic World, in 
which you register a complaint against the recent ruling by the 
United States Bureau of Internal Revenue exempting transportation 
charges paid to the Federal Barge Line from the 3 per cent transpor- 
tation tax and urge that the law be amended to correct this incon- 
sistency. 

I am forced to question your statement fthat—‘‘the Port of New 
Orleans is now gloating over the recent augmentation of its paternalistic 
advantages over the Texas ports; and shippers of commercial freight 
are now being solicited to do business through New Orleans.” 

Neither the Federal Barge Line nor anyone having official con- 
nection with the Port of New Orleans urged or advocated exemption of 
this 3 per cent transportation tax on goods transported by the Federal 
Barge Line and where the transportation charges are paid direct to 
the Federal Barge Line. On the contrary, this ruling came as a com- 
plete surprise to the barge line and the others at New Orleans. We 
admit the unfairness of this particular situation and are willing to 
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join you, and others, in having the law amended, at the earliest pos. 
sible moment, by striking therefrom the provision that exempts the 
application of the tax when the transportation charges are paid to the 
United States government, or one of its agencies. 


Mr. Cummins, replying to Mr. Thornton, wrote as follows: 


I have your letter of the seventeenth and, needless to say, it 
caused great rejoicing in Houston when we learned that the rebirth 
of conscience in New Orleans has caused you and your great port 
authorities and commercial leaders to comprehend the palpable yn- 
fairness of the present tax law as construed by our astute federal 
bureaucrats. 

We assume yov will promptly urge your senators and representa- 
tives to join ours in an effort to accomplish a prompt amendment of 
the tax law—one that need not await a complete overhauling of the 
whole federal tax structure. 

I ask your pardon for not having excluded you from the gloaters 
over paternalistic advantages propagated and perpetuated by most 
punctual plutocrats in our pyramid of putrid and invisible powers, not 
to mention the invincible persuaders among the pompous and pon- 
derous personalities of bureavcracy. 

The general tenor of your remarks persuades me that the good 
old Port of New Orleans might now be ready to admit that ’tis palpably 
wrong for Oklahoma City freight to move 475 miles by rail to Memphis, 
thence several hundred miles by barge to New Orleans at lower rates 
than apply to the direct rail move to Houston for a total rail distance 
of 465 miles. In any event, we shall accept your most generous state- 
ment as an apology for that unconscionable result. 





This is the last of these exchanges of compliments that we shall 
publish. Mr. Cummins is sound in his position, but the question is 
much larger than the advantage of one port over another. Of course, 
if anyone wishes to write a letter over his signature for cur Open 
Forum on any phase of this subject, we shall be glad to publish it. 
—Editor the Traffic World. 


SHIPPING CONTAINER PREFERENCE 


In order to assure adequate d'stribution of shipping’ con- 
tainers for the packaging of military and civilian products, the 
War Production Board says, producers and shippers of military 
combat equipment, Lend-Lease materials, foods, and many other 
essential items are assigned high preference ratin.s for the pro- 
curement of shipping containers. 

The order (P-140) issued Feb. 24 by the Director General 
for Operations, W. P. B., benefits a number of industries, and 
assures containers for the shipping of many millions of dollars’ 
worth of products. Included among those aided are farmers, 
manufacturers, tobacco processors, flour millers, bottlers, textile 
mills, chemical plants, meat packers, fishermen, and others. 

It covers all outer wooden containers which are made from 
lumber, veneer, plywood, or staves, and outer shipp nz con- 
tainers which are made from corrugated or solid fibre. it alco 
includes parts such as shooks, cleats, staves, veneer, plywood, 
corrugated or solid fibre which are cut to size for these con- 
tainers. 

Under its provision, preference ratings are assigned for the 


procurement of shipping containers according to the importance 
of use. 


NEW JERSEY-DELAWARE CANAL 


Representative McCormack, of Massachusetts, has intro- 
duced H. R. 1880, “to promote the national defense and to 
facilitate and protect the transport of mater‘als and suppiies 
needful to the military establishment and essential to domestic 
requirements ... by the immediate authorization and construc- 
tion of the New York Bay-Delaware River section of the At- 
lantic Intracoastal Waterway as now connected and mad? navi- 
gable from New England to Florida.”’ The bill would authorize 
an appropriation of $187,000,000 for construction of the so- 
called “missing link” in the intracoastal waterway system. It 
proposes construction of a channel 250 feet wide and 27 feet 
deep from the vicinity of Bordentown, N. J., to the vicinity of 
Sayreville, N. J. 

Similar bills, S. 2667 and H. R. 7397, were introduced in the 
Seventy-seventh Congress, but the waterway proposal was the 
subject of an adverse report by Secretary Stimson, of the War 
Department, to Chairman Bailey, of the Senate commerce com- 
mittee (see Traffic World, Oct. 3, 1942, p. 806). Secretary 
Stimson said in that letter that immediate undertaking of the 
work would be impracticable because of the need for devoting 
available men and material to work of more importance to the 
actual prosecution of the war. 


LINCOLN ENGINEERING USES GENERAL BOXES 


The Lincoln Engineering Company, St. Louis, makers of 
lubrication equipment and grease fittings, has reduced the work 
of its box plant to special jobs and has shifted its general pack- 
ing to General Box Company wirebound boxes and crates. Sav- 
ings of as much as 141 pounds for some units, over the older 
methods, are claimed, together with savings in packing costs. 
Box plant employes have been released for work in other de- 
partments of the engineering company. 
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Money for Shipbuilding 


The House committee on appropriations reported a de- 
ficiency appropriation bill Feb. 24 authorizing an increase of 
$4,000,000,000 in the ship construction fund of the Maritime 
Commission, as established by the merchant marine act, 1936. 
The committee further recommended in the bill that the amount 
of contract authorizations contained in prior acts for ship con- 
struction and facilities incident thereto be increased by $5,250,- 
000,000 (toward which $3,076,280,455 is included in the amount 
recommended to be appropriated by the bill). The bill also 
authorizes the commission to incur obligations for administra- 
tive expenses in the fiscal year 1943 of not to exceed $16,625,000. 

In its report the committee said the net effect of the addi- 


tional appropriation and contractual authority was to provide. 


for a total of appropriations and unliquidated contractual au- 
thority granted, amounting to $6,173,719,545. 

“The new program of ships and facilities involved in the 
$5,250,000,000 is to provide a total of 2,161 vessels of 21,500,000 
deadweight tons,”’ said the committee. “It is an augmented con- 
tinuation through the calendar year 1944 of the huge program 
previously initiated. This previous program involves 2,242 ships 
aggregating 22,500,000 deadweight tons. The total long-range 
program, therefore, includes 4,403 ships with a total of 44,000,- 
000 deadweight tons, all of which, with the exception of a few 
ships, are estimated to be delivered by the end of the calendar 
year 1944.” 

Continuing, the committee, in its report, in part, said: 


The merchant ship construction program exclusive of small craft, 
consisting of the long-range program referred to, the emergency ship 
program, the defense-aid program, the construction for the War and 
Navy Departments, and a small number privately constructed, if these 
funds are granted, will total 5,250 vessels—4,403 in the long-range 
program and 847 ships in other programs—with an aggregate of 
51,800,000 deadweight tons. All of which, as previously stated, would 
be delivered by the end of 1944 with the exception of a few of the 
long-range-program vessels. 

The total estimated cost of the long-range program of 4,403 ships, 
together with amounts for facilities and administrative expenses, is 
$11,226,650,000. Including the direct appropriations in this bill and 
the independent offices appropriation bill, 1944, a total of appropriations 
for this program will have been provided of $8,864;781,273, leaving 
for future appropriations the sum of $2,361,868,727 and of this the sum 
of $188,149,182 will be needed for the previous program and §2,- 
173,719,545 for the program provided in this bill. 

Contracts for all ships in the previous long-range program of 
2,242 ships have been entered into and of the 2,161 ships in the pro- 
posed program contracts have been prepared and are ready to be let 
for more than 500 ships as soon as funds are available and all of the 
2,161 will be placed under contract by June 30. 

The $4,000,000,000 is required to meet payments for construction 
to June 30, 1944. The total cash requirements for the period January 
1, 1943, to June 30, 1944, is $8,350,000,000. The funds on hand as 
of January 1 totaled $1,566.804,000 and this sum plus $4,000,000,000 
in this bill and $1,289,780,000 in the independent offices bill, 1944, 
makes a total of $6,856,584,000. The difference between the estimated 
cash expenditures January 1, 1943, to June 30, 1944 ($8,500,000,000), 
and the $6,856,584,000, will come from lend-lease construction, emer- 
geucy ship construction fund, working funds for Army and Navy 
construction, recoveries to commission from renegotiations (other than 
that required to be deposited in miscellaneous receipts in the Treasury, 
under the law), and miscellaneous receipts that cannot presently be 
anticipated, such as prepayments in liquidation of ship-sales notes, 
sales of vessels, etc. Net expenditures are running currently at the 
rate of $400,000,000 a month and are expected to rise gradually to a 


level of $500,000,000 per month by October and continue-at that rate 
until June 30, 1944. 


M. C. SHIP CONTRACTS 


Contracts for the construction of 14 coastal cargo vessels 
have been awarded firms located on the Great Lakes and the 
Gulf Coast, the Maritime Commission has announced. 

_ The Barnes-Duluth Shipbuilding Corporation, Duluth, 
Minn., will construct eight of the vessels on a price-minus basis 
of $950,000 a vessel, and the Ingalls Shipbuilding Corporation, 
Decatur, Ala., will construct six ships on a fixed price basis of 
$950,000 a vessel. All 14 vessels will be delivered into service 
this year, according to the commission. 

_“Along with the development of facilities and methods 
Which have produced the greatest shipbuilding program in the 
World’s history, the U. S. Maritime Commission has designed a 
new type of contract known as the ‘price-minus’ form, under 
Which the government shares savings in cost equally with the 
shipbuilder,” says the commission. “Under it the shipbuilder, 
While assured of his actual costs and a small minimum fee, can 
Increase his earnings only by lowering his costs, thus giving him 
an Incentive to effect savings for the government. 

‘This new formula for determining the cost and fee arose 
out of the commission’s objection to the ‘cost-plus-fixed fee’ con- 
tract commonly in use, and the desire to encourage the con- 
tractor to effect savings and economics in base costs. It is re- 
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ferred to as the ‘price-minus’ type of contract because under 
it the contractor receives, in effect, the ‘contract price’ minus 
half of any savings made. The balance of such savings go to the 
government.” 


Maritime Commission Expenditures 


Advocating that Congress exercise its power to control 
the activities of federal government agencies through limita- 
tion and closer scrutiny of appropriations made for those 
agencies, Representative Dirksen, of Illinois, speaking in the 
House, called attention to large sums that had been allotted 
to the Maritime Commission and charged that the commission 
had been wasteful in the use of its funds. 

“The Maritime Commission,” he said, “to date has had 
almost $6,000,000,000 in authorizations; $5,250,000,000 are to 
be requested in a supplemental message; $570,000,000 of lend- 
lease funds have been made available for ship construction 
and $71,000,000 of lend-lease funds for facilities. This totals 
about $11,000,000,000 for one agency of government... . This 
is four times the total annual expenditure of this government 
prior to 1932. ... Here is the Maritime Commission with over 
6,700 people and $18,000,000 for administrative expenditures. 

“Think of the magnitude of this operation with eleven 
billions of funds to be made available, a personnel of 6,700 
for administrative purposes, a program calling for 1,000 ships 
in 1943, plus authority to pay construction and operating dif- 
ferentials and the further authority to sell and purchase ships 
and establish charter hire rates. It is so very necessary that 
an operation of this magnitude be circumspect, efficient, and 
carefully administered. .. .” 

Mr. Dirksen said that, in paying $3,374,000 to the Water- 
man Steamship Co. for five old ships, after it had sold five 
other ships built in 1920, to that company for $596,000, the 
commission “gave away about $2,800,000 of the taxpayers’ 
money.” He said he had told Admiral Land, chairman of the 
commission, that Congress had prescribed a policy with respect 
to the purchase of vessels by the commission and that the 
commission chairman had now superimposed himself on Con- 
gress and had written the policy. He cited a statement by 
Admiral Land that “I am not saying that we were right or 
wrong, but I believe we were right,” and added, “What a 
weak answer for a loss of $2,800,000 of public money.” 

Mr. Dirksen cited a House merchant marine committee 
report that the South Portland Shipbuilding Corporation had, 
as of Oct. 31, 1942, obtained net earnings of $450,000 on an 
investment of $250,000, and a report by the Comptroller Gen- 
eral that the government had absorbed a loss of $3,000,000 
over a seven-year period in operation of the steamship Presi- 
dent Roosevelt (see Traffic World, Jan 30, p. 285). 


W.S.A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 167, prescribing as maxima a rate of $3.85 a long ton and 
a surcharge of 160 per cent on coke in bulk transported from 
Pensacola, Fla., Mobile, Ala., and New Orleans, La., to Havana, 
Cuba, with certain loading and unloading terms and conditions 
also prescribed, effective Feb. 18. 

By its rate order No. 168, the W.S.A. has prescribed rates 
and surcharges on molasses in bulk, in tankers, from ports in 
Cuba, Puerto Rico, the Dominican Republic and Haiti, to Jack- 
sonville, Fla., and U. S. Atlantic ports north of Cape Hatteras 
but not north or east of New York, effective Feb. 18. The order 
also prescribes demurrage rates. 

Under terms of rate order No. 169 of the W.S.A., a rate of 
52 cents a barrel of 42 gallons, plus a surcharge of 283 per cent, 
has been authorized for the transportation of aqua ammonia in 
bulk, in tanker vessels from Norfolk, Va., to Nicaro, Cuba, 
effective on loadings completed on and after Feb. 18. The rate 
order also specifies certain conditions pertaining to loading and 
unloading of cargoes. 


SHIP SUBSIDY BILL HEARING 


fhe House committee on merchant marine and fisheries will 
hoid a hearing March 4 on H. R. 134, a bill to provide for the 
suspension, for the period of the war, of operating-differential 
subsidy agreements, and attendant benefits, under Title VI of 
the merchant marine act of 1936, as amended. 


DRY CARGO PRIVATE CHARTER 


Admiral Land, War Shipping Administrator, has issued 
general order 2, supplement 4, part 303, contracts for carriage 
on vessels owned or chartered by the W. S. A., adding new 
section 303.5 “uniform voyage charter for private carriage of 
dry cargoes, ‘Warshipvoy 3-1-43.’” 
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Questions and Answers 


* In this column will be answered questions of both legal and 
practical nature that confront persons dealing with trafic. A 
law, who is a member of our spe- 


long experience knowledge 
relating to practical traffic problems. We do 
a ee ee a 


4s reserved to refuse to answer im this column any 
or trafic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
If a@ more comprehensive answer to a 


i 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington. D. O 


Tariff Interpretation—Specific Classification Description Verses 
General Commodity Description 


Missouri.—Question: We are wondering if you have in 
your records any decision or case histories on the following 
classification situation: 

We have in Central States Motor Freight Tariff Bureau 
Tariff No. 205, MF I. C. C. No. 85, Exceptions to National 
Motor Freight Classification, in Item 1850, a Column 40 rating 
with minimum weight of 20,000 pounds on “Wire, brass, bronze 
or copper, covered, or insulated or plain.” We also have under 
Items Nos. 1580-A, 1590-A and 1600-A of Supplement 17 to 
Central States Motor Freight Tariff Bureau Tariff No. 255-A, 
MF I. C. C. No. 93, various commodity rates on “Brass, bronze 
or copper, or brass, bronze or copper articles, viz.: Wire’ from 
St. Louis, Mo., to various points in Central Freight Association 
territory. 

Now the question that has come up between shipper and 
ourselves is this: The commodity being moved is described on 
the bill of lading as “Insulated copper wire.” The shipper con- 
tends that the rate named in the three items in Central States 
Tariff No. 255-A is applicable to the shipments, inasmuch as 
there are no restrictions or qualifications as to the kind of wire 
the rate applies to, whether plain, insulated or covered. We 
believe that the more specific exception rating in Tariff No. 
205 should be applied because of the fact that the Interstate 
Commerce Commission Tariff Circular MF No. 3 states in 
Rule 4-F, “When commodity rates are established, a descrip- 
tion of the commodity must be specific and the rates thereon 
may not be applied to analogous articles.” 
ed information you might have will be greatly appre- 
ciated. 

Answer: In our opinion, the commodity rate is applicable, 
in that the commodity description is broad enough to include 
insulated wire. 

In its decision in Badger Lumber & Coal Co. vs. Atchison, 
T. & S. F. Ry. Co., 152 I. C. C. 629, the Commission said: 


Defendants also urge that even if magnesite stucco is conceded to 
be a particular kind of stucco, the class rates were nevertheless applic- 
able because the commodity was designated in the class tariffs more 
specifically than in the commodity tariffs. The rule that the specific 
takes precedence over the general has no application where one rate is 
a commodity rate and the other is a class rate. In such cases the com- 
modity rate applies. See Grosjean Rice Milling Co. vs. Director General, 
89 I. C. C. 395 and the cases there cited. 


See also, Lightsey Bros. vs. Seaboard Air Line Ry. Co., 
229 I. C. C. 526. 


Tariff Interpretation—Rating on Pads and Padding 


Missouri.—Question: Will you please tell us what the 
correct classification is for the following commodity during 
the months of January to May of 1942? 

Rolls padding Hair felt. 

In Consolidated Classification No. 15, Item 35095, page 184, 
is an item reading: Pads N. O. I. B. N., rates first class in bales. 

In Item 35150, Padding, N. O. I., curled hair, or curled 
hair with vegetable fibre mised, needled or punched through 
burlap, cloth or paper in bales 1% class. 

We believe that the commodity described as: Rolls nad- 
ding hair felt, should be rated first class under Item 35095: 
Pads, N. O. I. B. N., because Padding, N. O. I., curled hair 
or curled hair with fibre mixed must have a backing of burlap 
or cloth or paper, while this commodity has no backing, simply 
rolls of padding, hair felt. 


TRAFFIC WORLD 


Some carriers agree with us while others disagree with 
our interpretation. 

Will you please give us your interpretation, also tariff 
authority ? 

Answer: If the article is padding and not a pad, it is our 
opinion that Item 35095 is not applicable, as that item covers 
pads and not material for pads. 

If, however, the article is a pad, the rating in Item 35150 
applies, if the article is a curled hair pad; if not the rating in 
Item 35095 applies as it covers pads, not otherwise indexed 
by name. 

Likewise, if the article is curled hair padding, the rating 
in Item 35150 applies. 

If the article is felt and not curled hair padding, the rating 
in Item 17405, on felt, N. O. I. B. N., is applicable, in our 
opinion. 

_If the article is padding, but not curled hair padding, the 
rating in Item 35150 may, in our opinion, be applied under 


Rule 17 of the Consolidated Classification, the analogous 
rating rule. 


Sales—Duty of Seller to Insure Shipments Moving via 
Parcel Post 


Pennsylvania.—Question: In a recent article published by 
you dealing with the subject “Sales—Passage of Title” we find 
the following statement: 


If, under the contract of sale, the payment of freight charges is 
assumed by the seller, and the freight charges are not charged against 
the purchaser, this fact, in the absence of provisions in the contract of 
sale to show a contrary intention, would be evidence going to show that 
the seller assumed the duty of delivering the goods at the point of 
destination and will prevent the delivery to the carrier from being 
considered a delivery to the buyer. That is, it will be considered that 


the goods were sold f. 0. b. point of destination and not f. o. b. point 
of origin. 


The subject as to when the title to the goods passes from 
the seller to the buyer is not included in our sales contract. 
We do agree to pay the cost of transportation to the point of 
destination by the cheapest means of transportation. Should 
the buyer desire to route the shipment by a more expensive 
means of transportation, we will route the shipment as re- 
quested by the buyer and charge him the difference between 
the more expensive means of transportation, as requested by 
him, and the cheapest means of transportation. 

In case the buyer requests a large and valuable shipment 
to move by parcel post, which is not the cheapest means of 
transportation; he does not furnish instructions as to the 
amount of insurance he desires to cover the shipment; the 
shipment is not insured for the full value; it is lost while in 
the hands of the Post Office Department; who stands the loss, 
the seller or the buyer? 

We thank you for any information you may care to furnish 
upon the subject. 

Answer: Ordinarily the seller must in delivering the goods 
to the carrier exercise due care and diligence to provide the 
buyer a remedy over against the carrier in case of their loss 
or destruction. Miller vs. Harvey, 116 N. E. 781; Ward vs. 
Taylor, 56 I. C. C. 494. 

In Miller vs. Harvey, 221 N. Y. 54, 116 N. E. 781, it was 
held that where the seller shipped the goods by express, but 
through failure to disclose their value, the liability of the 
express company for their loss was limited to fifty dollars, 
about one-half their value, the delivery to the express company 
was not a delivery to the buyer, and therefore the loss of the 
goods in transit, as between the buyer and the seller, must be 
borne by the latter. 

It was the duty of the seller to take usual and reasonable 
precautions to secure the safe delivery of the goods, and he will 
be liable for a failure to insure if he is instructed so to do, but 
it has been held that he is not liable for failure to insure the 
goods in the absence of instructions. Bartlett vs. Jewett, 98 
Ind. 206; Hanan vs. Bowles, 25 La. Ann. 453. 

We can locate no decisions of the courts with respect to 


whether it is the duty of the seller to insure shipments moving 
via parcel post. 


Tax on Freight Transportation—Pick-up and Delivery 
Service by Motor 

Indiana.—Question: We would appreciate very much your 
advising the correct taxable method to follow on the following: 

We, as a common carrier, in a great many instances, espe- 
cially at Cleveland, Ohio, use outside cartage companies for 4 
pick-up and delivery service. Their charge for this service 1s 
absorbed by our company. The question has now arisen as to 
whether or not this local pick-up and delivery charge should 
be taxable in addition to the tax on the regular revenue. 

Answer: Where the amount paid to the carrier for the 
transportation of the property includes’ delivery to the ulti- 
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mate consignee, and the services performed by the cartage 
company are paid for by the carrier, the tax will not apply. 

This also applies to the pick-up service performed by the 
cartage companies for your account. 


Tariff Interpretation—Application of Motor Carrier Master 
Tariff to Split Deliveries 


Illinois.—Question: We have read with interest your 
answer to “Illinois,” on page 283 of the January 30 Traffic 
World, under the caption “Tariff Interpretation—Application. 
of Motor Carrier Master Tariff No. 2 to Accessorial Charges.” 
Our firm represents the shipper in the disputed subject, which 
is a current traffic problem and not a matter of auditing for 
the purpose of earning a commission on the claim. 

While the question involved deals with split deliveries, 
the manner of publication was not made clear to you in the 
form reproduced in the answer on page 283, referred to above. 
We, therefore, respectfully request your further consideration 
in the light of all the facts, which are as follows: 

The shipment consisted of butter (churned from cream), 
moving in road-haul service under class rate published in a 
tariff which is subject to Rules, Regulations, etc., provided in 
Western Trunk Line Motor Carrier Tariff No. 1-B, MF I. C. C. 
No. 62, J. W. McFadden, agent. 

Item 390 of Tariff No. 1-B provides the basis for split 
deliveries which, as explained in column “B,” are “Rates in 
cents per 100 lbs.”, and are subject to stated minimum weights 
according to column “A.” Since Note 2 of Item 1 of Master 
Tariff No. 2 states that the increases provided in Table 2 apply 
on rates on articles shown in List 1 (which includes butter), 
when such rates are subject to stated minimum weights, we 
contend that Table 2 should apply in this case, since it is pub- 
lished as a rate and not as a flat charge per extra delivery or 
flat charge per stop, as contemplated by Note 1 of Item 1. 

Your consideration will be appreciated. 

Answer: We disagree with your statement in the last 
paragraph of your inquiry with respect to the fact that— 
rates ... are subject to stated “minimum weights according 
to column A.” 

In our opinion Column A of Item 390, Western Trunk Line 
Motor Common Carriers Bureau’s Tariff MF I. C. C. No. 62, 
Exceptions Tariff No. 1-B, provides the amount, or quantity, 
but not the minimum weight, to be used in computing the 
charge in Column B. Item 390, Section 2, reads in part, 
‘.. . May be distributed at the points specified herein at the 
published rate applicable to the shipment plus an additional 
charge as provided in Column B below, for the weight provided 
inColumn A...” It will be noted above that the tariff pro- 
vides, “‘plus an additional charge,” not rate, and further for the 
“weight in Column A,” and not the minimum weight in 
Column A. 

Note 1 of Item 1 in Agent Jackson’s MF I. C. C. No. 13, 
Master Tariff No. 2, provides that increases provided in Table 
l apply on all . . . charges .... Note 2 of Item 1 states 
that increases provided in Table 2 apply only on rates on 
articles shown in List No. 1 . . . when such rates are subject 
to stated minimum weights ... . 

As stated above, we do not consider the amounts shown in 
Column A of Item 390 as being minimum weights and therefore 
are of the opinion that Note 2 of Item 1 is not applicable. 

Further, the heading of Table 1 provides that Table 1 
applies to all rates and charges, except rates on commodities 
increased under Tables 2 and 3. Note here that the exception 
contained herein includes rates but omits charges. 

In view of the above, we interpret this matter as being 
subject to Table 1, a 6 per cent increase. 


Damages—Measure of Replacement Value 

New York.—Question: May we have the benefit of your 
knowledge and opinion regarding the following: 

We purchased a large quantity of pamphlets at price of 
2c each. This quantity was broken into several lots of 500 
pamphlets each and forwarded to various agents via Railway 
Express. One of these shipments became lost and in order to 
duplicate the shipment it was necessary to secure 500 pamph- 
ets at a cost of 3c each (due to smaller quantity purchased.) 
‘ne original shipment actually was valued at $10. However, 
order to duplicate it our cost was $15. 

Will you please advise whether the Railway Express can 
t their liability to $10, the value of the original shipment, 
or whether they are liable for the replacement cost of the 
shipment. 

Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court of the United States held that 
the provisions formerly carried in the carrier’s bill of lading 
Which provided that the amount of any loss or damage for 
Which any carrier is liable should be computed on the basis of 
the value of the property at the time and place of shipment, 


limi 
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including freight charges if paid, to be a limitation upon the 
carrier’s liability, and therefore contrary to the Cummins’ 
amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of contract of carriage 
which loss is what the shipper would have had if the contract 
had been performed. Where goods are lost or destroyed the 
carrier is liable, as a rule, for their value at place of destination 
at the time they should have been delivered, with interest 
thereon from that time, less unpaid cost of transportation. 


In the Crail case, 281 U. S. 57, 50 S. Ct. 180, the court 
said there is no greater inconvenience in the application of one 
standard of value than the other; that no advantage was per- 
ceived to be gained from an adherence to a rigid uniformity 
which would justify sacrificing the reason of the rule to the 
letter; that the test of a market value is at the best but a 
convenient means of getting at the loss suffered and may be 
discarded and more accurate means resorted to if, for special 
reasons it is not exact or otherwise not applicable. The court 
cited Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. Weiss, 
166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West Penn 
Sheet Steel Co., 201 Pa.. St. 150, and Williston on Contracts, 
Sections 1384, 1385. 


While the destination value is ordinarily the measure of 
damages for loss of, injury or delay to goods, each case must 
be determined by taking into consideration the circumstances 
surrounding the purchase, sale and transportation of the goods, 
— as, for instance, whether it was necessary to replace the 
goods. 


If it is necessary for the consignee to purchase, in the open 
market, at an increased price, goods to replace those damaged 
in the course of transportation, it would appear from the state- 
ment of the court in the Crail case that the increased replace- 
ment cost may be recovered. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Leman Elmore Atherton, Milan, Mo.; Howard S. 
Blair, Washington, D. C.; James Michael Craig, New York, 
N. Y.; John Ralph Gasque, Washington, D. C.; John Norris 
Gumley, New York, N. Y.; Ewald W. Heimert, Chicago, II1.; 
Max Kagan, Ozone Park, N. Y.; Henry Malkin, New York, 
N. Y.; Joseph McDonald, New York, N. Y.; Clarence A. Nate, 
Hoboken, N. J.; George Anton Olsen, New York, N. Y.; Richard 
M. Regan, Irvington, N. J.; Frederick Daniel Rugg, Washing- 
ton, D. C.; Edward William Schmid, New York, N. Y.; Nich- 
olas J. Schuldt, Jr., Secaucus, N. J.; Thomas V. Simmons, New 
York, N. Y.; Charles J. Simpson, New York, N. Y.; William 
L. Standard, New York, N. Y.; Carl A. Walberg, Chicago, II1.; 


Jack Everett Wheeles, Chicago, Ill.; Harry Clair Whitesell, 
Edgewater N. J. 


CHICAGO PRACTITIONERS’ MEETING 


The Chicago chapter of the Association of Interstate Com- 
merce Commission Practitioners will hold a luncheon meeting 
at the Palmer House March 5. R. S. Outlaw, general attorney, 
Atchison, Topeka and Santa Fe, will speak on “Some Legal 
Questions Arising out of the Requisitioning of Railroad Prop- 
erty by the United States.” 


HANDLING OF BUS BAGGAGE 


Officials of the National Bus Traffic Association, Chicago, 
said February 23 that the association’s member bus lines had 
approved recommendations for improving methods of handling 
inter-line passenger baggage as made by the association’s bag- 
gage committee and submitted for ratification to them by L. G. 
=— association chairman (see Traffic World, Jan. 30, p. 
Chief among the recommendations was the proposal that 
regional clearing houses be set up at Cleveland, Chicago, and 
Charlotte, N. C., to provide an information service covering 
lost baggage. The officials said the Charlotte clearing office 
would begin operations March 1 and the Chicago and Cleveland 
offices would open sometime in March. In‘addition, they said, 
two additional clearing houses would be set up, one in the 
southwest and one on the Pacific coast, probably in April. 
Other proposals approved included adoption of new procedure 
for handling mischecked baggage at bus stations and use by 
drivers of a memorandum form for listing articles of baggage 
moving on two or more lines. 

It was said that the problem of reducing claims for lost 
baggage was one of the most pressing that bus lines facing 
at present. One unnamed line in the south was said to have 
reported having recently had 10,000 pieces of luggage on its 
hands that had not been claimed. 











Personal Notes 





William Hardin Quigg, formerly director of traffic for the 
Federal Surplus Commodities Corporation, died at his home in 
Belle Haven, Va., Feb. 21, at the age of 81. He was a member 
of the committee which set up the consolidated classification 
for the railroads. 

The Milwaukee Road has announced the following ap- 
pointments: Paul H. Draver, assistant general agent, Mil- 
waukee, succeeding E. A. Lalk, who died; Henry G. Miller, 
mechanical engineer, Milwaukee, succeeding Charles H. Bilty, 
who has retired after serving with the company 50 years; Ver- 
non L. Green, assistant mechanical engineer, Milwaukee; F. R. 
Doud, superintendent, Hastings and Dakota division, Aber- 
deen, S. D., succeeding W. J. Hotchkiss, who has received leave 
of absence to serve in the armed forces; W. C, Givens, superin- 
tendent, Kansas City division, Ottumwa, Ia. 

R. S. Macfarlane has been appointed vice-president and 
assistant to president for the Northern Pacific Railway and the 
Northwestern Improvement Company. He will continue to 
serve as western counsel at Seattle, Wash. 

R. E. Kunde has been appointed district traffic manager, 
Buffalo district, Bethlehem Steel Company, at Lackawanna, 
N. Y., and E. D. Haugh, of the company’s Chicago office, has 
been appointed traffic representative at Tulsa, Okla. The ap- 
pointments are effective March 1. 

Stockholders of the Delaware, Lackawanna and Western, 
at the annual meeting at New York, February 23, reelected 
William White president, and John G. Enderlin, secretary and 
treasurer. The following were reelected members of the board 
of managers: Mr. White; M. Hartley Dodge; Roy C. Gasser; 
Paul Moore; Roy E. Tomlinson; John M. Davis; Arthur G. 
Hoffman; Arthur A. Houghton, Jr.; Carl P. Dennett; Willard 
F. Place, Robert W. Lea; Robert Winthrop; Henry M. Reed; 
Robert G. Fuller. 

J. M. Vonau, Jr., assistant general passenger agent, South- 
ern Pacific, Houston, has been appointed chairman of the 
Southwestern Passenger Association, with offices at St. Louis. 
He succeeds W. J. Rodgers, who retires, effective March 1, 
after more than 54 years of service with southwestern railroads. 

R. L. Nelligar, branch traffic manager, Allied Mills, Inc., 
at Peoria, Ill., has been commissioned a captain in the trans- 
portation corps of the U. S. Army. Ray E. O’Brien has been 
appointed acting branch traffic manager at Peoria. 

William Blocker has been appointed general agent, traffic 
department, for the Chicago Great Western at Milwaukee. 

A. C. Low has been appointed assistant general freight 
agent, and C. F. Theobald, assistant to general freight agent, 
for the Atlantic Coast Line Railroad, both at Wilmington, N. C. 

W. F. Adams and K. S. Price have been appointed assist- 
ants to general freight agent, divisions, for the Chesapeake 
and Ohio, Richmond, Va. 

Harold J. Vollmer has been appointed traffic manager for 
the Hillman Coal and Coke Company at Pittsburgh. 

James Redmond, traffic manager, Frost Steel and Wire 
Company, Ltd., recently was reelected president of the Ca- 
nadian Industrial Traffic League at its annual meeting at Ham- 
ilton, Ontario. Others elected include: Honorary president, 
J. E. Walsh, Toronto, Ont.; vice-president, W. Ferguson, To- 
ronto; treasurer, Harry Blahout, Toronto; auditors, F. H. Gore 
and T. F. Aust, Toronto; members, executive committee, W. C. 
Thompson, New Toronto, Ont.; F. T. Parker and J. K. Smith, 
Montreal, Quebec; R. J. Fitzgerald, J. Mayor, L. M. Reilly, J. 
Ritchie, W. R. Ingram, B. J. Murphy, and C. La Ferle, all of 
Toronto; F. W. Dean, Hamilton, Ont.; T. F. Rahilly, Sault Ste. 
Marie, Ont. 

John H. Ohlund has been appointed commercial agent at 
Boston for the Southern Railway. Byron S. Beale has been 
appointed commercial agent at Harrisonburg, Va. 

T. A. Hicks has been appointed general agent for the 
Quanah, Acme and Pacific Railway at Washington, D. C. 


SHIP CONSTRUCTION RESERVE FUNDS 
S. 163, with amendments, amending section 511 of the 
merchant marine act of 1936, as amended, with respect to ship 
construction reserve funds, has been favorably reported to the 
Senate by the Senate commerce committee. 


LEGISLATION ON W. S. A. FUNCTIONS 
The Senate commerce committee has favorably reported, 
with amendments, H. R. 133, the bill to amend and clarify cer- 
tain provisions of law relating to the functions of the War Ship- 
ping Administration (see Traffic World, Feb. 20, p. 444). 


TRAFFIC WORLD 





Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WorRLD. New assignmenis 
sow on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


March 1—Boston, Mass.—Hotel Manger—Examiner Price: 
1. & S. M-2141—Unusual bulk, weight, dimensions in New England. 
March 1—Charleston, N. C.—Francis Marion Hotel—Examiner Archer: 
W-595—Norfolk, Baltimore and Carolina Line, Inc., application. 
March 1—Cleveland, O.—Hotel Cleveland—Examiner Hall: 
1. & S. 5126—Minimum class rates in W. T. L. territory. 
March 1—Harrisburg, Pa.—State Com.—Jt. Bd. 65: 
MC 19201 Sub. 30—Pennsylvania Truck Lines, Inc., Philadelphia, Pa., 
certificate to extend operations. 
MC 19201 Sub. 31—Pennsylvania Truck Lines, Inc., Philadelphia, Pa., 
certificate to extend operations. 
March 1—New Orleans, La.—Jung Hotel—Jt. Bd. 164: 
MC 1124 Sub. 30—Herrin Transportation Co., Houston, Tex., cer. 
tificate to extend operations. 
March 1—New Orleans, La.—Jung Hotel—Examiner Bradford: 
MC 8768 Sub. 4—Security Storage & Van Co., Inc., New Orleans, La. 
March 1—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Disque: 
28910—M. Glosser & Sons vs. P. R. R. 
March 1—Washington, D. C.—Director Sweet: 
Finance 14106—Erie bonds. 


March 2—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Archer: 
28926—Thompson, Weinman & Co., Inc., vs. A. G. S. et al. 
28935—Point Barite Co. vs. A. T. & S. F. et al. : 

March 2—Cincinnati, O.—Gibson Hotel—Examiner Disque: 

Fourth section appl. 19786—Iron and steel in the south. 

March 2—Harrisburg, Pa.—Pub. Utility Comm.—Jt. Bd. 65: 

MC 54922 Sub. 2—Hartman’s Lebanon Transportation Co., Steelton, 
Pa., certificate to extend operations. 

March 2—Madison, Wis.—Pub. Serv. Comm.—Jt. Bd. 95: 

MC 20359 Sub. 6—W. D. Cochran Freight Lines, Iron Mountain. 
Mich., certificate to extend operations. 

March 2—Madison, Wis.—Public Serv. Comm.—Jt. Bd. 96: 

MC 31465 Sub. 9—Steffke Freight Co. and Wesley Freight Co., Wau- 
sau, Wis. certificate to extend operations. 

March 2—Monticello, N. Y.—Monticello Inn—Examiner Roberts: 
MC 95463 Sub. 2—Royal Express, New York, N. Y., certificate. 

March 2—Philadelphia Pa.—Philadelphian Hotel—Examiner Roberts 

and Jt. Bd. 42. 
MC 8298—Swedesboro Transportation Co., common carrier application. 
MC 104215—Damelio Trucking Service, Washington, N. J., permit. 

March 2—Providence, R. !.—Narragansett Hotel—Examiner Price: 

MC 64501, Sub. 1—United Transportation Co. of Rhode Island, Provi 
dence, R. I. 

March 2—Washington, D. C.—Examiner Riegner: 

l. & S. M-2174—Classification-frozen fruits, vegetables—in the east. 

March 3—McCook, Neb.—Federal Bldg.—Jt. Bd. 31: 


MC 91678 Sub. 1—Lyle Mendenhall Truck Line, Imperial, Neb., cer 
tificate to extend operations. 


March 3—Providence, R. !.—Narragansett Hotel—Examiner Price: 
1. & S. M-2161—Unloading paper and products in transit. 
March 3—Providence, R. !.—Narragansett Hotel—Jt. Bd. 18: 


MC 104168—A. C. Dawson, Fall River, Mass., certificate. 
MC 104224—A. A. Lopes, Portsmouth, R. I., permit. 
March 3—Washington, D. C.—Argument: 
Finance 13914—N. Y. C. abandonment. 
Finance 13907—C. & N. W. trustee abandonment. 
Finance 13319—T. & P. abandonment. 
March 3—Williamsport, Pa.—U. S. Court—Examiner Haley: 
MC 103886 Sub. 9—Eck Brothers, Montoursville, Pa., certificate to 
extend operations. 
March 4—Akron, O.—Mayflower Hotel—Examiner Hall: 
1. & S. 5175—Forwarder rates, New York to Cleveland. 
March 4—Brooklyn, N. Y.—St. George Hotel—Examiner Roberts: 
MC 78877—Liberty Fast Freight Co., Inc., East Paterson, N. J. 
March 4—Evansville, Ind.—U. S. Court—Examiner Disque: 
1. & S. 5157—Intermediate switching at Evansville, Ind. 
March 4—Jacksonville, Fla.—Mayflower Hotel—Examiner Archer: 
28905—F lorida Planters, Inc., et al. vs. F. E. C. et al. 
March 4—Washington, D. C.—Examiner Berry: 
1. & S. 5169—Wool, Texas and Okla. to north Atlantic ports. 
March 4—Washington, D. C.—Argument: 
28421 and Sub. 1—B. & O. et al. vs. Cleveland Union Stockyards Co 
28400—Delivery of live stock shipments at Cleveland, O. 
March 4—Wichita, Kan.—Broadview Hotel—Jt. Bds. 88 and 52: 
MC 41405 Subs. 5 and 6 Ark Transportation Lines, Inc., Arkansas 
City, Kan., certificate to extend operations. 
March 4—Williamsport, Pa.—U. S. Court—Examiner Haley: 
1. & S. M-2178—Metals from and to Bellefonte, Pa. 


(Continued on page 506) 
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THE AMERICAN RAILROADS RENEW THEIR PLEDGE 
THAT INDIVIDUALLY, AND IN CO-OPERATION 


GOVERNMENT OF THE UNITED STATES, 
THEY WILL CONTINUE TO MEET, 
TO THE FULL, THE DEMANDS 
OF COMMERCE AND 
THE NEEDS OF 
NATIONAL 
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_ Even vitamins will help to win 
the war and Uncle Sam is mak- 
ing certain that his men are get- 
ting plenty of vitamin-rich fresh 

vegetables and fruits. 





Carrots, for example, are of particular 
importance to the air force. In addition to 
health-building Vitamin A they also provide 


Carrotene which helps to prevent night 
blindness. 


From the fields of the West, Union Pacific 
transports immense quantities of fresh vege- 
tables and fruits to military supply depots 
and civilian markets. 


It’s a patriotic duty for all Americans to keep 
fit. Eat vitamins for victory! 


L. T. WILCOX 
General Freight Traffic Manager 
Union Pacific Railroad 


Omaha, Neb. 





he Repeasive 
UNION PACIFIC RAILROAD 


ROAD OF THE STREAMLINERS AND THE CHALLENGERS 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs Trarric WoerLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is leoked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THs Trarric Wort. 





The Birmingham, Ala., Traffic and Transportation Club 
has elected the following officers: President, Roy A. Boggs, 
Boggs Brokerage Company; first vice-president, Roy Wates, 
assistant secretary, Brilliant Coal Company; second vice-presi- 
dent, Julian A. Taylor, district traffic manager, Republic Steel 
Corporation; secretary-treasurer, R. E. Lewis, commercial 
agent, Tennessee, Alabama and Georgia Railway; members, 
board of governors, L. R. Biven, commercial agent, Atlantic 
Coast Line Railway; C. H. Gray, traffic manager, Frisco Lines; 
G. H. Moore, assistant to superintendent, Louisville and Nash- 
ville Railroad; R. L. Parker, commercial agent, Atlanta and 
West Point Rail Road and Georgia Railroad; R. A. Pender- 
grass, general agent, St. Louis Southwestern; G. H. Irving, 
auditor, Birmingham Southern; G. P. Cochran, industrial traffic 
manager; J. H. Schroeder, traffic manager, Tennessee Coal, 
Iron and Railroad Company; J. C. Taylor, traffic manager, 
Alabama Power Company. 





The entire transportation career of B. W. Anderson, new 
president of the Omaha Traffic Club, 
has been spent with the Minneapolis 
and St. Louis Railroad. He was born 
in Eau Claire, Wis. In 1924, after 
receiving his education in Minneapolis, 
Minn., he began work with the railroad 
as stenographer-clerk in the operating 
department. A year later he was made 
secretary to the operating vice-presi- 
dent. In 1927 he was transferred to 
the traffic department. He served suc- 
cessively as traffic agent at Minneap- 
olis; traveling freight agent at Spokane, 
Wash., and traveling freight agent on 
line, until, in 1937, he was appointed 
general agent at the new agency of 
the railroad in Omaha. He still holds 
that position. He became a member 
of the Omaha Traffic Club when he 
moved to that city. Since joining it, he has served as chairman 
and member of a number of committees and as second and 
first vice-president. 





The Oil City-Franklin, Pa., Traffic Club has elected the 
following officers: President, L. H. Wright; vice-president, J. 
W. Fenner; treasurer, J. F. Normile; secretary, A. J. Rice; 
traffic advisors, D. E. Carrier and J. D. Quinn. 





The Fox Valley Traffic Club will hold its annual dinner at 
the Leland Hotel, Aurora, Ill., March 11. 





Maj. Frederick D. Hansen, Milwaukee ordnance office, U.S 
Army, will speak on “The History of Ordnance” at a luncheon 
meeting of the Milwaukee Traffic Club March 8. 





The board of directors of the Associated Traffic Clubs of 
America is voting by mail on a successor, as a member of the 
board, to Frank A. Bedford, who was elected to a regional vice- 
presidency at the January meeting of the association in St. 
Louis, Mo. C. W. Gottschalk, general traffic manager, Jones 
and Laughlin Steel Corporation, Pittsburgh, Pa., has been 
nominated to fill the unexpired term. 





The new officers and directors of the Traffic Club of Phil- 
adelphia are: President, Harry C. Hoffa, manager, traffic di- 
vision, Atlantic Refining Company; first vice-president, Joseph 
A. Fisher, freight traffic manager, Reading Company; second 
vice-president, R. F. Hogan, traffic manager, Warner Company, 
historian, C. N. Hale, general agent, Chicago and North West- 
ern; members, board of directors, Joseph M. Lorek, general 
traffic manager, Philco Corporation; S. W. Mason, traffic man- 
ager, Tiona Petroleum Company; Reed Warrock, sales repre 
sentative, Associated Transport, Inc.; W. H. Whyte, acting ge” 
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rates Potatoes are on world-wide duty these days, providing our fight- 


sea ing men and allies with vital strength and nourishment. * In the 
_ Northwest agricultural empire served by the Great Northern, 
cted the farmers are gearing their spud production to meet heavy wartime 

J. Rice; demands. * For years millions of bushels of table and certified 
seed potatoes have rolled over the Great Northern headed for 


consumer centers all over the world. This year’s spud produc- 
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eral agent, Norfolk and Western. 


An inaugural dinner will be 
held March 8. 





The nominating committee for the Traffic Club of Chicago 
has nominated the following candidates for election as officers 
and directors: For President, E. B. Finegan, chief traffic offi- 
cer, Milwaukee Road; first vice-president, S. L. Felton, general 
traffic manager, Acme Steel Company; second vice-president, 
J. H. Burke, vice-president and general manager, Chicago Tun- 
nel Transport Company and Chicago Warehouse and Terminal 
Company; third vice-president, R. V. Craig, general traffic 
manager, Allied Mills, Inc.; secretary, George H. Weiss, ship- 
ping editor, Chicago Journal of Commerce; treasurer, R. J. 
Wallace, traffic manager, Jaques Manufacturing Company; 
members, board of directors, for two years, A. H. Schwietert, 
traffic director, Chicago Association of Commerce; P. F. Kuhl- 
man, president, Iroquois Coal Company; E. V. Murphy, gen- 
eral traffic agent, New York, New Haven and Hartford Rail- 
road; W. F. Mullady president, Decatur Cartage Company. E. 
S. Buckmaster is chairman of the nominating committee. The 
election will be held March 25. 





W. W. Finlay, Jr., freight traffic manager, Pennsylvania 
Railroad, and president of the Traffic Club of New York, will 
speak on “Traffic Clubs” at a dinner meeting of the Women’s 
Traffic Club of Greater New York March 9. Marie L. Miller, 
president, will preside. 





The Traffic Club of Minneapolis held a past presidents’ day 
luncheon meeting February 25. There was a program of enter- 


tainment. W. W. Gibson was toastmaster, and Willard Stowell 
was chairman for the day. 





Allen Dean, manager, transportation bureau, Detro‘t Board 
of Commerce, spoke on “Will the Transportation Life-line 


Hold?” at a forum meeting of the Motor City Traffic Club of 
Detroit February 22. 


The following members of the Traffic Club of the Lehigh 
Valley spoke on transportation problems affecting their com- 
panies at a dinner meeting of the club at Allentown, Pa., Feb- 
ruary 16: George Ehler, division passenger agent, Lehigh Val- 
ley Railroad; W. H. Musselman, traffic manager, Bethlehem 
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Fabricator Company; George Dietrich, president, Perkiomen 
Transfer Company; John Peters, traffic manager, Reichard- 
Boulston Company. The program was sponsored by the educa- 
tional committee, Henry Albert, chairman. Club members de- 
cided to cancel the annual dinner, and to hold a regular meeting 
in its place. The meeting will be held at Bethlehem, Pa., March 
15. The following have been appointed members of the noni- 
nating committee: Stanley Harter, chairman; R. D. Bauder, 
Joseph Cristle, W. R. McCandless, and Fred Rahner. 





At a luncheon meeting of the Transportation Club of Dallas, 
Tex., February 22, John A. Erhard, assistant district attorney, 
Department of Justice, Dallas, spoke. H. B. Lockett was chair- 
man of the committee on arrangements. 





The Pacific Traffic Association of San Francisco will hold 
an aviation night meeting March 9. Ernie F. Smith, manager, 
Transcontinental-Western Airways, is chairman of the commit- 
tee in charge of arrangements. 


SOUTHWEST SHIPPERS’ BOARD 


The Southwest Shippers’ Advisory Board will hold its 
spring meeting at the Texas Hotel, Fort Worth Hotel, March 
4. There will be a luncheon at noon at which G. H. Shafer, 
president of the National Association of Shippers’ Advisory 
Boards, general traffic manager, Weyerhaeuser Sales Company, 
St. Paul, Minn., will speak on “Looking Ahead.” _The Fort 
Worth Traffic Club will sponsor the luncheon. Meetings of the 
executive committee, the railroad contact committee and the 
loss and damage prevention committee will be held March 3. 


A.T.A. MOTOR CARRIER DIRECTORY 


The American Trucking Association, Inc., has announced 
the publication of a new Motor Carrier Directory. More than 
7000 motor carriers are listed. The listing is by all known points 
served, in the United States and Canada, with the names of the 
serving motor carriers under each point. There are also an 
alphabetical listings of all carriers, including irregular route 
operations; a list of truck tariff publishing bureaus; a general 
routing map of the United States, and maps of the indiv‘dual 
operations of carriers. 








The Port of Galveston, with its modern ter- 
minals, excellent harbor, first class wharves 
and warehouses, fifty miles of terminal tracks, 
eight switch engines and one of the nation’s 
largest and finest grain elevators is .... . 
ready and anxious to serve our nation in its 


war effort. 


43 Minutes to the Open Sea 


GALVESTON 


WHARVES 


ESTABLISHED 1854 


GEO. SEALY, Chairman 


(Kansas City Office: 434 Board of Trade Building) 


F. W. PARKER, Manager 


(Dallas Office: Cotton Exchange Building) 
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* CLARK TRUCTRACTOR * 


DIVISION OF CLARK EQUIPMENT COMPANY 


BATTLE CREEK MICHIGAN, U.S.A. 









Thru the States of Missouri, Arkansas, 
Oklahoma, Texas, Kansas, Tennessee, 
Mississippi, Alabama, Florida. 
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"World-Wide" Forms 












Horder’s ‘‘World-Wide’’ Traffic Forms—Do- 
mestic and Export—are constantly revised and 
conformed to latest U. S. regulations and con- 
sular requirements. It is the authoritative line 
of forms. Let us send a complete set of bound 
samples for your files. We print special forms 
to your order also. 

Mail the coupon below. No obligation. 


"First with the Latest Forms" 










For less You can— 
—find rates easily 


than 
—save time 
G 3 —have rates that include 
Cc the 6% increase 

















—have more information ' 
a week —have monthly supple- HORDER Ss, INC. 
ments 231 So. Jefferson St., Chicago, Ill. 
NFRS Rate Book— All Telephones FRAnklin 6760 
covers rates to all agency stations and 







I HORDER'’S, INC. ye 
231 So. Jefferson St., Chicago, Illinois. 


Please send your Bound Folder of sample ‘‘World-Wide’’ 
Traffic Forms to: 


thousands of inland and prepaid towns. 
Subscribers for twenty-nine years have 
had rate changes on or before effective 
dates. 
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DOCKET OF THE COMMISSION 


(Continued from page 500) 


March 5—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42: 
MC 103937 Sub. 1—E. Oressey, Scranton, Pa., certificate to extend 
operations. 
MC 104088—Kupper Bros., Inc., New Market, N. J., certificate. 


March 5—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
W-463—James Hughes, lnc., common carrier application. 

March 5—Jacksonville, Fla.—Mayflower Hotel—Examiner Archer: 
26459 and 26462—F. E. C. Ry. vs. A.°C. L. et al. 

March 5—Washington, D. C.—Argument: 
28553—National Cottonseed Products Assn., Inc., vs. A. B. & C. et al. 


March 5—Wichita, Kan.—Broadview Hotel—Jt. Bd. 39: 
MC 103861—L. W. Page, Hardtner, Kan., certificate. 


March 6—Brooklyn, N. Y.—St. George Hotel—Examiner Roberts: 
MC 78351 Sub. 1—J. H. Evans & Sons, Inc., White Plains, N. Y. 

March 8—Brooklyn, N. Y.—St. George Hotel—Examiner Roberts: 
MC 101219 Sub. 6—Merit Dress Delivery, Inc., New York, N. Y. 


March 8—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
FF 144—Gulf Carloading Co., Inc., New York, N. Y., permit. 
March 8—Kansas City, Mo.—Hotel President—Examiner Disque: 

28918—J. R. Kelley Cooperage Co. vs. Ill. Cent. et al. 
March 8&—Muskegon, Mich.—Occidental Hotel—Examiner Hall: 


28928—Michigan United Waterproof Division of Central Paper Co.: 
ime., ve. F. M. o.-al. 


March 8—Newark, N. J.—Industrial Bldg.—Examiner Higgins: 


* MC F-2091—Harris Bros. Transfer Co., purchase, Brady Transfer and 
Storage Co. 


March 8—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Myers: 
MC 59120—Miller Transfer Co., Irwin, Pa. 

March 8—Seattle, Wash.—Hotel Olympic—Examiner Armes: 
28361—Triway Produce Co. vs. B. S. L. & W. et al. 


28183 and Subs. 1, 2, 3 and 4—Ariss Watson and Gault et al. vs. 
A. T. & S. F. et al. , 


March 8—Washington, D. C.—Examiner Berry: 
1. & S. 5182—Handling balsa wood at southern ports. 
1. & S. 5182, Ist sup.—Handling balsa wood at southern ports. 


March 8—Washington, D. C.—Examiners Molster and Grutzik: 

* Finance 14115—Application of Oakland Terminal Ry. for authority to 
purchase certain properties and acquire trackage rights over certain 
other properties owned or used by Oakland Terminal R. R., etc. 

* Finance 14116—Oakland Terminal Ry. stock. 
























Wanted Sales Manager 


@Small freight forwarder, located in Chicago, in 
profitable operation for a number of years, needs 
a capable man to act in capacity of sales man- 
ager. For a man of ability this position offers a 
real future. Prefer man with transportation ex- 
perience. In reply give complete details, age, 
experience, whether married, children, etc. Salary 
open. Our employees know of this ad. Reply to 
Box 102, Traffic World. 


AIR MAIL ° 
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March 9—Brookiyn, N. Y.—Hotel St. George—Examiner Roberts: 
MC 92086 Sub. 1—Semet Trucking Co., Brooklyn, N. Y., certificate 
to extend operations. 
MC 96511—B. Trachinof, Brooklyn, N. Y., certificate. 
MC 96512—M. Jacovino, New York, N. Y., certificate. 
March 9—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
FF 122—Carloader Corp., New York, N. Y., permit. 
March 9—Brooklyn, N. Y.—Hotel St. George—Examiner Higgins: 
* MC F-2087—Quaker City Bus Co., purchase, Silver Dart Lines, Ine, 


CONTROL OF EXPORTS AND IMPORTS 


The Office of Exports, Board of Economic Warfare, has 
issued its current export bulletin 73, covering controlled ma- 
terials plan and 24 questions and answers concerning its effect 
on the business of exporters. 

The board has also issued current export bulletin No. 74, 
dealing with various export situations. 


CHARTER OF VESSELS BY ARMY 


The War Department, by Major General Ulio, the Adjutant 
General, has announced amendments of its regulations with re- 
spect to chartering of commercial vessels. The amendments in- 
clude directions with respect to time charters; bareboat char- 
ters; rental by vessels by the government; owners’ obligation 
as to condition; inventories; repairs; removal of equipment; 
execution of charter; disposition of survey, inventory, etc., and 
change of form of charter. 

The revised regulations contain a provision that ‘“commer- 
cial vessels as necessary and available will be chartered by an 
agency of the government, created for that purpose and will be 
refitted for troop and cargo service in accordance with standard 
specifications, under the direction of the Chief of Transporta- 
tion, and assigned to the several ports to supplement the owned 
service.” 





Digest of New Complaints 





No. 28948, V. Viviano & Brothers Macaroni Manufacturing Co., St. 
Louis, Mo., vs. Inland Waterways Corporation et al. 

Unreasonable charges, macaroni and spaghetti, shipped June 3, 
1941, from St. Louis, Mo., by rail and water, to the U. S. Army 
at Fort Sam Houston, Tex. Asks a cease and desist order and 
reparation. (William F. Sindel, 1706 Olive St., St. Louis, Mo.) 

No. 28949, Simplicity Pattern Co., Niles, Mich., vs. N. Y. C. 

Rates and charges, fashion publications for periodicals with paper 
patterns, Niles, Mich., to New York and Albany, N. Y., in violation 
of section 6. Asks reparation. (Abner Pollack, 1148 Manor Ave., 
New York, N. Y.) 


No. 28943, Illinois Intrastate Commutation Fares. 

Investigation instituted by the Commission, division 1, on peti- 
tion of rail carriers serving Illinois, to determine whether the 
refusal of the Illinois Commerce Commission, as alleged, to permit 
increases -in Illinois commutation fares and charges and special 
round-trip fares and charges the same as authorized interstate 
in Ex Parte 148 causes unreasonable preference or unjust dis- 
crimination as between interstate and intrastate commerce. 


——ES Oe 
TRAFFIC MANAGER, age 36 and married, 14 years’ experience 


with leading manufacturer, will be available around March 10. Familiar 
Excellent 


with all administrative details of freight transportation. 
references. Permanent position desired. Draft deferred. 
Traffic World. 


Box 100, 


PASSENGERS 


AIR EXPRESS 


| Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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SERVING PANAMA 


COLOMBIA ECUADOR 


PERU 


For passenger 


PAA 


PUN AVWMERICAN- GRACE AIRWAYS 


CHRYSLER BUILDING. NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno: Aires, Argentina 


-* BOLIVIA + CHILE + ARGENTINA BRAZIL 

























